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THE LA FOLLETTE PLATFORM 

Comes now Robert M. La Follette, of Wisconsin, 
with a platform on which he asks the votes of the citizens 
that he may become President of the United States and, 
so far as he may be able to do so in that high office, put 
his policies in to effect. He is the candidate of no party, 
though his candidacy has been endorsed by the Con- 
ference for Progressive Political Action, which met re- 
cently in Cleveland, preferring to run as an “indepen- 
dent”; he has, however a platform in which he makes 
known his policies and his pledges. At the risk of 
giving some advertising to this mischief-making person, 
whose political ideas are no more sound than his patri- 
otism, we publish his platform ideas as to transporta- 
tion, partly that the record may be complete, and partly 
that our readers, if any are disposed to “fall for” the 
La Follette doctrines, may at least know their origin. 

The platform has, at least, the merit of outspoken- 
ness. One reading it may know what its author thinks 
and wants. Of course, when one man is the party and 
the sole author of his platform, it is possible to accom- 
plish this. La Follette was not called on to make a 
platform that would appear to meet the ideas of many 
conflicting elements. He had only his own ideas to 
consult.. 

His platform, so far as transportation is concerned 
is for out and out public ownership as the final solution 
of the railroad problems. Before bringing that about, 
however, he would repeal the transportation act of 1920 
and make rates on the basis of “actual, prudent invest- 
ment and cost of service”—a doctrine original with him, 
contrived in order to enable him to take the position that 
the valuation of the railroads, arrived at under present 
methods, is too high and that rates are correspondingly 
too high. 

The platform makes a similar appeal to that of the 
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Democratic and Republican platforms for the votes of 
the farmers. Its appeal is the most direct of the three, 
for it singles out agricultural commodities for freight 
rate reductions. There is no camouflage about “basic 
industries.” The platform condems recent policies and 
legislation as having “guaranteed excessive freight rates 
to the railroads and put a premium on wasteful manage- 
ment, while saddeling an unwarranted burden onto the 
backs of the American farmer. . . We favor such 
further legislation . . and demand that the Inter- 
state Commerce Commission to proceed forthwith to 
reduce by an approximation to pre war levels, the present 
freight rates ‘on agricultural products, including live 
stock, and upon the materials required upon American 
forms for agricultural purposes. We favor repeal of 
the Esch-Cummins railroad law and the fixing of rail- 
road rates upon the basis of actual prudent investment 
and cost of service. We declare for public ownership 
of railroads, with definite safeguards against bureau- 
cratic control, as the only final solution of the transpor- 
tation problem.” 

There you have about as rotten a railroad program 
as could well be devised. Those who like it may be 
expected to vote for it and ought to vote for it. The 
rest of the La Follette program will suit them also. We 
suggest Shipstead for vice president on the ticket with 
La Follette. That, and the support of the labor leaders 
who were intrigued by the Plumb plan, ought to convince 
all interested in sound transportation policies that there 
is a chance to bring about the millenium at once. 

By the way, the La Follette platform, like the Dem- 
ocratic and Republican platforms, endorses the proposed 
St. Lawrence canal. 


REVENUE FREIGHT LOADING 

A year ago the railroads had under way an in- 
tensive campaign to enable them to handle the record- 
breaking tonnage being offered for transportation and 
were urgently soliciting the co-operation of shippers 
in the effort to avoid a period of disastrous car shortage. 
The campaign was successful as the result of efficient 
management and effective co-operation between the ship- 
pers and the railroads, and the largest volume of traffic 
in the history of the railroads was handled with prac- 
tically no car shortage. Now there is an average daily 
surplus of more than 350,000 cars. 

Early in the present year it appeared for a time that 
the record made in 1923 would be exceeded in 1924. Now 
that six months of 1924 have passed, however, it is 
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(Total Weight 434,500 Pounds) 


The Power that regularly maintains the following. condensed daily 
schedule of manifest through freight trains on the 


Gulf, Mobile & Northern R. R. 
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Example Example t 
No. 73 by days No. 71 by days Connections i 
8:00a.m. Mon. 4:30p.m. Mon...Lv. Bells, Tenn. L. & N. ‘ 
9:20a.m. Mon. 6:00p.m. Mon...Lv. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. ; 
5:00 p.m. Mon. 12:0la.m. Tues...Lv. New Albany, Miss. st. L. & S. F. 
4:00p.m. Tues.. Ar. Meridian, Miss. A. G. 8.—Southern 
6:20a.m. Tues. 12:30p.m. Tues.. Ar. Newton, Miss. A. & V. 
12:05p.m. Tues. 12:10a.m. Wed...Ar. Jackson, Miss. A. & V. 
2:30p.m. Tues. 2:30a.m. Wed...Ar. Vicksburg, Miss. V.S. & P.. 
7:15a.m. Wed. 5:30p.m. Wed...Ar. Shreveport, La. Diverging lines West 
9:30a.m. Tues. 3:30p.m. Tues.. Ar. Laurel, Miss. N. O. & N. E. for New Orleans and 
West 
10:00 p.m. Tues. 1:05a.m. Wed..) 4, ‘ Diverging lines West—All 
5:40a.m. Wed.. Ar. New Orleans, La. Steamship Lines 
4:45a.m. Wed...Ar. Mobile, Ala. L. & N.—M. & O.—Sou.—All Steam- 


ship Lines a 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to 
insure continuous movement. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 
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}to Meridian, Laurel and Mobile 


Average miles per day, April, 1924, all cars, 31.9; privately owned tank cars, 171.8. 


Chicago, Ill. TRAFFIC AGENCIES: Meridian, Miss. 

E. L. Mountfort, A. T. M. L. L. Lapp, D. F. A. 
Detroit, Mich. MOBILE, ALA. Dallas, Texas 

A. J. Bessolo, D. F. A. C. H. Stutz, D. F. A. 
St. Louis, Mo. ? Pittsburgh, Pa. 

1 ye J. A. JACKSON, Ass’t Traffic Manager pg ng 
Los Angeles and Sen Francisco (In Charge of Imports and Exports) Memphis, Tenn. 

M. F. Smith, P. C. A. M. Lamon, D. F. A. 
Kansas City, Mo. : W. H. Askew, A. G. F. A. New Orleans, La. 

J. S. Chartrand, D. F. A. W. R. Butler, D. F. A. 


J. O. Gaither, D. F. A. 
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apparent that, unless there is a decided spurt upward 
in loading of freight, the loading of 1924 probably will 
fall below that of 1923. 

Total revenue freight loading figures for the first 
twenty-six weeks of this year have just become available. 
For this period the total number of cars loaded was 
23,186,707 as compared with 24,005,502 for the corre- 
sponding period last year, and 20,020,267 for the corre- 
sponding period of 1922. While the volume of traffic 
handled thus far this year was only approximately 800,- 
000 cars less than that for the corresponding period of 
last year, analysis of the figures shows that this was 
made possible by the heavy loading in the first quarter 
of this year, and that for several weeks car loading has 
been on a level materially lower than for the corre- 
sponding weeks of last year, and that loading has re- 
mained practically stationary in a period of the year 
when it usually starts on an upward trend. 

In January loading was slightly less than that in 
January, 1923. In February, March and April, loading 
was above last year. After that a decline in loading set 
in, and for five weeks of May the total was 4,474,751 
cars as compared with 4,876,893 cars in the correspond- 
ing period of 1923. The loading in each of the four weeks 
of June was also below last year’s loading for the same 
period, the difference averaging approximately 100,000 
cars a week. In June last year loading was more than 
1,000,000 cars each week and that record was main- 
tained for many weeks. This year throughout June the 
loading slightly exceeded 900,000 cars a week, and the 
loading in the last week of June was less than that of the 
first week of that month. Although loading has been 
running behind that of record-loading years, it has been 
considerably in excess of that for 1922. 

What the next few weeks will show with respect 
to revenue freight loading is an interesting question. In 
some quarters it is believed that, in view of the fact that 
this is a presidential election year, the uncertainty attach- 
ing to conditions in such a year will be reflected and has 
been reflected in the volume of freight offered for trans- 
portation. On the other hand, the view is held by some 
that the adjournment of Congress without the enact- 
ment of proposed legislation that would have had an 
adverse effect on the railroads and business generally, 
will have a stimulating effect. A considerable part of 
the decrease in loading this year has been in coal, at- 
tributed partly to the fact that large stocks of coal were 
on hand at the beginning of the year and to the fact 
that fear of a strike in the coal industry was removed. 

If loading in the last six months of this year is equal 
to that for the first six months, the total loading will not 


_of course, equal that of 1923, but it will by no means be 


a bad year. It is to be remembered, however, that with 
the record loading last year, the net railway operating 
income of the railroads as a whole was not equal to the 
fair return prescribed by the Commission, although it 
came within approximately $105,000,000 of that amount. 
The unit cost of operation of the railroads is such that 
there must be revenue freight loading that would be 
regarded as abnormal in comparison with any recent 
year other than the few peak-loading years, to enable the 
railroads to approach a fair return on the property de- 
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voted to transportation. Discovery of less costly ways 
of doing business may tend to prevent reduction in net 
railway operating income to the same degree that car 
loading decreases but unless and until such ways of doing 
business are found, existing high unit costs will require 
a great volume of business to enable the railroads to 


approach the fair return prescribed by the Commission 
under section 15a. 


MAKE THE COMMISSION FINAL? ; 

A suggestion assumed to be in the interest of 
respose and the saving of money has been discussed 
among some of those interested in questions at issue 
between the Director-General and shippers, such as to 
whether the former is liable for interest on awards of 
reparation and as to whether the fourth section applies 
to him. It is that, when Congress is called upon to 
legislate further in respect of any matter pertaining to 
federal control, a provision be written into the statute 
making the decision of the Commission in such matters 
final. The suggestion is based upon the assumption 
that the men in Congress, who prepared the legislation 
for the conduct of the railroads in the period of federal 
control and for the disposition of the debris of federal 
control, intended to make the agent of the President, 
in both periods, subject, in so far as relations between 
shipper and carrier were concerned, to the laws govern: 
ing a corporate carrier. That that was the theory upon 
which the legislation is founded, is almost without dis- 
pute, except possibly as to the position of William G. 
McAdoo, George W. Anderson and John Barton Payne. 

Lapse of time and the revelation of things said and 
done by them about the time, and after, the railroads 
were taken over, have created a doubt that those men 
intended or desired the government, as the operator of 
the railroads, to be subject to the laws governing com- 
mon carriers. Unfortunately, as most shippers view the 
matter, the courts have taken the view that in operating 
the railroads, as well as in the taking over of them, the 
government operated in its sovereign capacity. Mr. 
Payne, at the time the bill that afterward became the 
federal control law, was under consideration, was frank 
enough to avow a doubt as to whether the short lines 
had ever been taken over. That, it has been plain for a 
long time, should have put the short lines and shippers 
on notice that the men who persuaded the President to 
take over the railroads, did not intend to leave the man 
put in charge of their operation subject to the laws 
regulating common carriers, except where they could 
not prevent such a limitation upon the power of the sov- 
ereign. 

It is certain, however, that members of the two 
congressional committees which handled the legislation, 
had no ulterior motives. It seems certain they were 
in sympathy with the general plan of making the govy- 


ernment, as operator of the railroads, except where , 


military necessities were concerned, wholly subject to 
the laws governing common carriers. In the light of 
that fact the suggestion as to legislation of the kind 
suggested, it is submitted by those who have thought 
on the subject, would be no more than a legislative 
declaration of the legislative intent of 1918. The courts, 
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it is pointed out, recognize and give effect to such leg- 
islative interpretations, except where interests may have 
become vested. There can be no question of vested in- 
terests in issues between the Director-General and ship- 
pers, wherefore there is no need of judicial action. 

Another argument in favor of such a legislative 
disposition of the issues that have arisen is that litiga- 
tion in the courts, in the end, will cost the government 
and the shippers just as much as the payment of all 
awards of interest the Commission may be expected to 
make. But the saving of time, it has been suggested, 
after all, would be the chief consideration. 

An argument against such a legislative settlement 
of disputes is that the Commission, in one of the cases 
in which the Director-General is a party, may deliver 
itself of an unsound opinion on a question of a law in 
which corporate carriers have an interest, but which 
they cannot attack because they are not parties. The 
answer to that is that if the Commission were to do that 
it could not affect any one because the shipper and the 
Director-General alone are parties. If the unsound law 
were used in any other case, the carrier asked to accept 
it would be at liberty to go into the courts. The shipper 
so seldom can go to court, with any hope of success, 
that a bit of unsound law now and then in such a line 
of cases would not greatly damage him. 





COMMISSION ORDERS 


The proceedings in No. 15832, Keokuk Shippers’ Association 
vs. Santa Fe et al., have been dismissed as to the defendant, 
Texas & New Orleans Railroad Company. 

The defendants’ petition for vacation or postponement of 
the effective date of the Commission’s order in No. 14010, United 
Verde Extension Mining Co, vs. Santa Fe et al., has been denied. 

The Kansas Portland Cement Company has been permitted 

to intervene in No. 12578, Iola Cement Mills Traffic Association 
et al. vs. Director-General, Santa Fe et al. 
The Memphis Freight Bureau and Standard Rice Company, 
Inc., have been authorized to intervene in No. 15613, New 
Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour Lake & 
Western Ry. et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 15728, Sioux 
City Live Stock Exchange vs. C. & N. W. Ry. et al. 

The Sioux City Grain Exchange has been authorized to inter- 
vene in No, 15839, Greater Des Moines Committee, Inc., vs. Des 
Moines & Central Iowa Ry. et al. 

The Barber Asphalt Company has been authorized to inter- 
vene in No. 15886, The Barrett Company vs. Santa Fe et al.. 

The Lehigh Lime Company and the Security Cement & Lime 
Company have each been authorized to intervene in No. 15893, 
Louisville Cement Company vs. Southern Ry. et al. 

The Illinois Coal Traffic Bureau has been authorized to 
intervene in No. 15940, Indiana Coal Merchants’ Service Bureau, 
Inc., vs. B. & O. R, R. et al. 

The Chicago Association of Commerce and Carrington 
Creamery & Produce Company have been permitted to inter- 
vene in Docket No. 15823, Duluth Chamber of Commerce vs. 
Chicago & North Western Railway Company et al. 

The J. Hungerford Smith Grape Juice Company, complain- 
ant in Docket 12400, Sub-No. 1, and in Docket 12483, and the 
Welch Grape Juice Company, intervener in Docket 12400 and 
complainant in Docket 12600, have filed a petition for rehear- 
ing and reargument in Docket No. 12400, Armour & Company 
vs. Director-General of Railroad, and related cases. 

The respondents in In the Matter of Rates and Charges on 
Grain, Grain Products and Hay, Docket 15263, that are located 
in the western district, as defined by the Commission in In- 
‘creased Rates, 1920 (Ex Parte 74), 58 I. C. C. 220, and the 
defendants in Public Utilities Commission of Kansas vs. Atchi- 
son, Topeka & Santa Fe Railway Company et al., Docket 14393, 
have petitioned the Commission to reopen proceedings and the 
record therein to take further evidence. 

The Commission has further modified its order in No. 12530, 
in re distribution among coal mines or privately owned cars 


and cars for railroad fuel, so as to make it effective on Novem- 
ber 1, 
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The Commission has denied the defendant’s petition for 
reargument in No. 14167, Chicago, Milwaukee & St. Paul Ry. Co. 
vs. Union Pacific R. R. Co. et al. 

The Railroad and Warehouse Commission of the state of 
Minnesota is permitted to intervene in Docket 15902, Illinois 
Coal Traffic Bureau vs. Abilene & Southern Railway Company 
et al. 

The Commission, upon the request of the complainants, has 
dismissed No. 15755, Oakland Chamber of Commerce vs. South- 
ern Pacific et al., No. 15487, Kirkpatrick Lumber & Timber 
Corporation vs. Georgia & Florida et al., No. 11465 (and Sub- 
Nos. 1 to 13, incl.), California Fruit Growers’ Exchange et al. 
vs. Santa Fe et al., and No. 13480, the Republic of France vs. 
Director-General. 

The Commission has denied the application of the Omaha 
Chamber of Commerce and the Omaha Live Stock Exchange 
for a modification of the report and decision in No. 13273, 
Nebraska live stock case. 

An order of denial has been entered by the Commission 
in No. 14661, Southwestern Interstate Coal Operators’ Associa- 
tion et al. vs. Arkansas & Western et al., to the petitions of 
the Illinois Central Coal Traffic Bureau, Springfield Chamber 
of Commerce and Chicago & Alton for rehearing and reargu- 
ment before the full Commission. 


PULLMAN CASES REOPENED 


The Trafic World Washington Bureau 


The Commission has reopened, for further hearing, the 
cases involving the surcharge and travel in Pullman cars and 
Pullman rates. Abolition of the surcharge was recently recom- 
mended by Examiner Keeler. Hearing is to be had at St. Paul, 
August 25, before Commissioner Campbell and Examiner Keeler. 

The reopening in No. 14785, In the Matter of Charges for 
Passengers traveling in Sleeping and Parlor Cars, and No. 
11567, Order of the United Commercial Travelers of America 
vs. Pullman Company, and the setting of the two cases at St. 
Paul, August 25, before Commissioner Campbell and Examiner 
Keeler, surprised some of those interested in them. Among 
others the closer joining of the two cases was regarded as 
logical in view of the fact that Examiner Keeler, in his proposed 
report on the surcharge case advised the abolition of the sur- 
charge and the recoupment of the railroads, if they needed 
more money for hauling the heavier Pullman cars, by means 
of a revision of the contracts between the Pullman companies 
and the carriers. Such a recommendation would have a bearing 
on the charges to be collected by the Pullman for the use of 
its accommodations, hence consideration of the Pullman charges 
complaint in connection with the surcharge case, in the eyes 
of many of those interested in both charges and surcharges, 
would be altogether natural. 








CHANGE IN DOCKET 


Hearing in I. and S. Docket No. 2170, Lumber from Ala- 
bama, Mississippi and Tennessee to Ohio and Mississippi River 
Crossings and Related Points, and portions of fourth section 
applications 2045, Illinois Central R. R. Co., 1537 Northern 
Alabama Railway Company, Nos. 799, 2366, 2403 and 2413 of 
St. Louis & San Francisco Railroad Company, 1548 Southern 
Railway Company, and 2043, Yazoo & Mississippi Valley R. R. 
Co., assigned for July 10, at Birmingham, Ala., before Examiner 
McChord, was indefinitely postponed. 


SUSPENDED TARIFFS 


In I. and S. No. 2175 the Commission has suspended from 
July 10 until November 7, schedules published in Sup. No. 19 
to joint tariff Jones’ I. C. C. No. 1462 and Leland’s I. C. C. No. 
1641. The suspended schedules propose to reduce the rates on 
tin, terne and black plate, carloads, from defined territories to 
Houston, Texas, and points grouped therewith without corre- 
sponding reductions to intermediate points in Texas common 
point territory. The following is illustrative: 


Tin and Terne Plate, 
Carloads. 
ee ee Proposed. 


From Pittsburgh, Pa., to Houston, Texas.. ) 
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GUARANTY CERTIFICATE 

The Commission has certified to the Secretary of the Treas- 
ury that $24,361.03 is due the Western Maryland in final settle- 
ment on account of the guaranty under section 209 of the trans- 
portation act. The road has received advances amounting to 
$1,400,000, making the total found due, $1,424,361.03. 

The Commission has certified to the Secretary of the Treas- 
ury that $21,913 is due the Railway Transfer Company of Min- 
neapolis, Minn., in final settlement of the guaranty under section 
209 of the transportation act. The total found due was $86,913, 
the carrier having been paid $65,000. 
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Good Out of Evil.—Americans, of the type that accepts re- 
sponsibility and regards as the noblest work of God the man 
who spurns the clock and thinks only of getting his work done, 
it is believed, can get a good deal of comfort out of the hap- 
penings, political, within the week. Having Victor Berger de- 
clare that Robert Marion La Follette for twenty years had not 
voted the Republican ticket, it might be suggested, ought to be 
a jolt for those who have been inclined to think the Wisconsin 
man the soul of honor and sincerity. The wearisome inability 
of the convention in New York, it has been suggested, will give 
comfort to Democrats of the type of Senator Bruce of Mary- 
land and former Senator Pomerene of Ohio, because it will tend, 
if there is enough of the responsibility-accepting type of Amer- 
icans left to count for anything, to show that many of the 
party leaders should be retired. The suggestion is that the 
McAdoo type of leader needs telling that he was sent to New 
York to represent, not to wreck, the party. As some of the 
older men in Washington viewed that struggle of selfishness, it 
was the mere culmination of the selfishness that has been one 
of the outstanding characteristics in American politics in the 
last twenty years. In that score of years it has usually been 
a case of each man seeking his own profit, in a political sense, 
leaving his organization and his country to shift for themselves. 
Theodore Roosevelt, because he was too erratic to obtain the 
support of the leaders who knew him by intimate contact, was 
the first to “appeal to the people,” the “bosses of the bosses,” 
with honeyed words of self-pity and flattery, to the undoing of 
the “plain people” by the increase of taxes for the support of 
perfectly useless uplift things. “Social service” was the new 
name for grabbing jobs for henchmen, including elderly spin- 
sters to teach mothers how to make abdominal bands for in- 
fants. The thought is that the overriding of vetoes in Congress, 
the definite classification of La Follette as not a Republican 
voter and the refusal of the selfish candidates in New York to 
give up when it had become obvious that neither could win, 
will tend to tighten party lines. Tightening of party lines will 
at least give the public a chance to understand the things that 
may be expected when it votes for a presidential candidate be- 
cause it will mean that those elected on the ticket with him 
will vote for what he proposes and not for what some Dick, or 
Harry, who did not pass through the gauntlet of a vote, may 
bring up. It might even tend to eliminate some of the pussy- 
footing from platform making and bring into disrepute those 
whose aim in life is to develop an ability to walk on eggs with- 
out breaking any. The La Follette hope is to bring about a 
deadlock in the electoral college, in the House of Representa- 
tives and in the Senate, out of which he, or someone designated 
by him, will walk into the White House. By deadlocking the 
electoral college and the House of Representatives until March 
4, the Senate would be brought into action by the twelfth amend- 
ment to the Constitution, for the election of a vice-president, 
who, when elected, would step into the presidency. The La Fol- 
lette plan is declared, not by his enemies, to be that of coercing 
Democrats to vote for him for the election of a vice-president, 
so as to avoid the conferring of the acting presidency on Sec- 
retary Hughes, which would be the outcome of a continued 
deadlock in the three bodies after March 4, 1925. The La 
Follette thought appears to be that Democrats would prefer 
him to Hughes or any other Republican. No such thing has 
ever happened, but it is possible. No such convention as that 
in New York was ever held, but it happened just on the eve 
of the La Follette strategy—and the ordinary man did not ap- 
pear to think much of it. 





River and Harbor Work Continues.—The National Rivers 
and Harbors Congress this week felt the need of. some educa- 
tional work because it said that, judging from letters, telegrams 
and newspaper articles, a great many persons had obtained the 
idea that, because the river and harbor bill was not passed at 
the last session of Congress, improvement of waterways was 
to stop, or at least slow up. It said that that was not the fact. 
The erroneous impression as to the effect of the failure of the 
rivers and harbors bill, it said, it suspected, grew out of the fact 
that, until a few years ago, appropriations for river and harbor 
work were carried in the river and harbor bill. Now, however, 
appropriations are carried in the appropriation bill for the non- 
military work of the War Department. The river and harbor 
bill deals only with the question whether new projects shall be 
started, and carries no appropriations. The bill that failed, it 
was pointed out, proposed the adoption of 34 new projects. The 
regular appropriation bill carried items aggregating about $60,- 
000,000 for continuing the work on projects heretofore approved. 
The new projects would have cost about $53,000,000. One of 
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the items carried by the failed bill authorized a survey for a 
ship canal from the Great Lakes to the Hudson River. None 
of the things for which provision was made in that measure 
can be started in the fiscal year that was begun July 1, unless 
Congress should make provision in the three months of the 
short session, next winter. 





Stockholders Now Organized.—The railroad stockholders, the 
actual partners in the business, are now organized and the idea 
held by J. D. Shatford, stockholder in four northwestern rail- 
roads, has been embodied in a temporary organization of which 
he is a member. Mr. Shatford has been active in Washington 
in behalf of stockholders for more than a year. It would not 
be surprising were he given an official status before committees 
of Congress and the Commission when the association of stock- 
holders came into permanent form. At first blush it would 
seem superfluous for stockholders to have an organization other 
than the directors and officers of the companies in which they 
have invested their money. It is, however, notorious that in at 
least one of the stock acquisition consolidation proposals now 
before the Commission, the stockholders are in favor of con- 
solidation, while the officers are opposed to it. In other words, 
the officers are suspected of desiring to hold their jobs, while 
the stockholders are anxious to sell their property while the 
selling is good, regardless of the jobs that thereby may be abol- 
ished. There are ardent advocates of church unification who 
suspect that if the officers of the different organizations could 
be bound and gagged for a sabbatical year or some other period, 
the reunion of the Christian churches, on a working basis, would 
be accomplished soon thereafter, if not in that year of no work. 
In the same way if the place holders in railroad companies could 
be set aside, the consolidation of the railroads might be made 
to move faster than it is, although the stock acquisition method 
is going at a fair speed. 


Speaking of Horrors of War.—The professional pacificists 
who have catalogued horrors of war have overlooked some of 
them, even if they have included the candidacy of William Gibbs 
McAdoo and the substitution of consonantal monstrosities for 
the names of cities known for centuries before the war. Every 
case pertaining to rates on grain and grain products with which 
the Commission has had to deal in the last four or five years 
is one of the horrors not catalogued by the class mentioned. 
Prior to the war such rates were combinations based on the 
primary markets, with joint through rates equal to the lowest 
combination, on which everybody did some business, the volume 
being governed by the location of the buyer and the service 
rendered by competing routes. Now they are something else 
“again,” as can be ascertained by the curiously inclined by 
reading the report made by Commissioner Lewis in I. and §. 
Nos. 2047 and 2085, an abstract of which is published in this 
issue. Rate compilation fiends may revel in the monumental 
assemblages of figures, but the man to whom the multiplication 
table is a work of the devil and the slide-rule the work of a 
super-devil, they are an abomination. Yet out of such data 
ordinary men are supposed to dig out reasonable rates. Samuel 
Pepys, the assiduous writer of diaries, hired a sailor, when Sam- 
uel was about thirty years old, to teach him the multiplication 
table, which was a black art that had been discovered about 
two centuries ahead of his time. Samuel, apparently, made 
knowledge of it respectable and thereby contributed his mite to 
humanity’s sorrow. 


American Labor Supply Sources.—Under the immigration 
law, that went into effect the first of this month, the quota from 
the ten countries that, in the test period, sent us the largest 
number of immigrants, will be 144,917 persons. Last year Can- 
ada and Mexico sent in 169,497, or about 25,000 more than the 
annual quota of the restricted countries. Canada and Mexico 
are not under any restrictions. Bona fide residents of those 
countries will be free to come into the United States in unlim- 
ited numbers. There is a suspicion that if the demand for 
manual laborers in this country continues there will be a large 
European movement to Mexico and Canada. Some of it may 
come in to replace Canadians and Mexicans drawn to the United 
States by the magnet of high wages. Immigration inspectors 
may have the time, in the year just begun, to make a careful 
inspection of every immigrant from Canada and Mexico with 
a view to determining whether he is or is not a bona fide resi- 
dent of either. The chances, however, are believed to be much 
against any such carefulness. American inspectors have not 
the wide discretion reposed in Canadian inspectors. The latter 
almost, if not quite, can exclude for no more definite reason 
than that, in his opinion, the immigrant would not make a good 
addition to Canada’s population. The American must have 
something definite on which to base his recommendation of 
exclusion, and if the immigrant has money enough to hire a 
lawyer, he can make trouble for the inspector who has not a 
real good ground for exclusion, by means of an appeal to the 
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courts if the Secretary of Labor will not reverse the inspector. 
If there is a large increase from the neighboring countries in 
the coming year, it is believed a drive will be made to have 
them placed under the quota part of the law so as to keep down 
the number of immigrants from them. 





Increase in Foreign Trade.—Advocates of the protective tar- 
iff system, just now, are able, or think they are entitled to laugh 
at their friends, the tariff for revenue only folks. The lattef 
have been talking, for a long time, about the baleful effects of 
a high tariff upon exports. They have said that if America 
kept out foreign goods, or pushed up the prices of the goods 
they had for export because their manufacturing costs had been 
increased by the higher prices caused by protective tariff rates, 
ipso facto, exports must drop. But, as figured by the Manu- 
facturers’ Record, of Baltimore, the protective tariff did not 
work that way in the ten months ended with April. In those 
months the trade with the United Kingdom increased $63,000,000, 
that is, the United Kingdom bought $63,000,000 more from Amer- 
icans than in the corresponding ten months of the preceding 
year. Germany increased her purchases $81,000,000, Sweden by 
$7,400,000, Japan, $81,000,000, Italy, $1,500,000, Brazil, $3,600,000, 
and China, $20,000,000. The protective tariff was in force un- 
hampered by any out of the ordinary conditions, and yet, instead 
of exports decreasing, they increased to the countries and by 
the amounts mentioned. The balance of trade was with the 
United States, except with Cuba, Mexico and Brazil, the countries 
from which we obtain coffee and sugar in huge quantities. They 
always sell more to the United States than they buy from this 
country. A. E. H 


TENTATIVE VALUATION REPORTS 


The Commission has issued tentative valuation reports cov- 
ering the properties of the Vandalia Railroad Company and 
Terre Haute & Peoria Railroad Company, as of June 30, 1916, 
and of the Lehigh & New England Railroad Company, Campbell 
Hall Connecting Railroad Company and Pochuck Railroad 
Company, as of June 30, 1919. 

The final value of wholly owned and used property of the 
Vandalia, for rate-making purposes, was found to be $39,645,000; 
owned but not used property, $1,150; used but not owned prop- 
erty, $4,153,929; total owned, $39,646,150; total used, $43,798,929. 

The Vandalia, according to the report, on date of valua- 
tion, had outstanding $33,374,466.20 in capital stock and long- 
term debt, of which $14,613,000 represented capital stock, $35,- 
566.20 stock liability for conversion, and $18,725,000 funded debt. 
The carrier is controlled by the Pennsylvania Company through 
ownership of a majority of the carrier’s outstanding capital. 
stock. 

Investment in road and equipment, including land, on date of 
valuation, was stated in the books of the Vandalia to be $36,366,- 
572.58. 

Cost of reproduction new of total owned and used property 
was found to be $43,243,318, and cost of reproduction, less de- 
preciation, $32,392,283. 

The final value of the Terre Haute & Peoria was found to 
be $2,900,000 for property owned but not used and which is 
leased to the Vandalia. 

The final value of wholly owned and used property of the 
Lehigh & New England was found to be $11,379,900; used but 
not owned, $411,183; total owned, $11,379,900; total used, $11,- 
791,083. 

On date of valuation, according to the report, the Lehigh & 
New England had outstanding a total par value of $13,135,000 
of stock and long-term debt, of which $6,300,000 represented 
common stock and $6,835,000 funded debt. 

Investment in road and equipment, including land, on date 
of valuation, was stated in the books of the carrier to be $15,- 
289,329.72. 

Cost of reproduction new of total used property was found 
to be $12,743,216, and cost of reproduction, less depreciation, 
$10,213,741. 

The final value of the property of the Campbell Hall Con- 
necting owned but not used, leased to the Lehigh & New Eng- 
land; was found to be $102,000. 

The final value of the property of the Pochuck, owned but 
not used, leased to the Lehigh & New England, was found to be 
$42,250. 

The Commission has issued a tentative valuation report, 
covering the property of the Elkton & Guthrie Railroad Com- 
pany, as of June 30, 1917. It found the final value, for rate- 
making purposes, of wholly owned and used property,~to be 
$108,379. The line extends from Elkton to Guthrie, Ky., a 
distance of approximately 10 miles, and is operated under an 
agency agreement by the Louisville & Nashville. 

In a tentative valuation report covering the Yazoo & Missis- 
sippi Valley and leased properties, as of June 30, 1915, the Com- 
mission has found the final value, for rate-making purposes, of 
total owned property to be $38,252,326, and of total used property, 
$40,088,029. 

On date of valuation the carrier had aciually outstanding a 


total par value of $53,983,927.69 in stock and long-term debt, 
of which $6,012,600 represented common stock, $45,003,276.90 
funded debt, and $2,968,050.79 non-negotiable debt to affiliated 
companies. The investment in road and equipment, including 
land, on date of valuation, wag stated in the books of the carrier 
as $60,738,490.78. 

Cost of reproduction new of total owned property was found 
to be $40,895,888, and of total used property, $42,781,309. Cost 
of reproduction less depreciation of total owned property was 
found to be $31,867,714, and of total used property, $33,327,830. 

In a tentative valuation report covering the Gulf, Colorado 
& Santa Fe and leased properties, as of June 30, 1916, the Com- 
mission has found the final value, for rate-making purposes, of 
owned and used property to be $49,029,300; of used but not owned 
property, $14,100,993; of total used property, $63,130,293, and of 
total owned property, $50,017,116. 

On date of valuation the carrier had outstanding a total par 
value of $55,053,082.84 in stock and long-term debt, of which 
$4,560,000 represented common stock, $49,858,614.34 funded debt, 
and $634,468.50 non-negotiable debt to affiliated companies. The 
investment in road and equipment, including land, on date of 
yaluation, was stated in the books of the carrier as $44,955,758.80. 

Cost of reproduction new of total owned property was found 
to be $51,331,218, and of total used property, $66,068,229. Cost 
of reproduction less depreciation of total owned property was 
found to be $41,810,048, and of total used property, $54,473,618. 


INTERLOCKING DIRECTORATES 


G. H. Walker has been authorized to hold, in addition to 
authority heretofore granted, position of director of the Inter- 
national-Great Northern R. R. Co. 

J. Samuel Pyeatt has been authorized to hold, in addition to 
authority heretofore granted, position of director of Interna- 
tional-Great Northern R. R. Co. and of Galveston, Houston & 
Henderson R. R. Co., and a directorship and other offices with 
the International-Great Northern R. R. and the Galveston, Hous- 
ton & Henderson R. R. 

G. E. Warren has been authorized to hold, in addition to 
authority heretofore granted, position of director of Interna- 
tional-Great Northern R. R. Co. 

Frank Andrews is authorized to hold, in addition to author- 
ity heretofore granted, position of director of International- 
Great Northern R. R. Co. 

George M. Green authorized to hold the position of di- 
rector of the Buffalo Northwestern R. R. Co. and of the West- 
ern Oklahoma Ry. Co., and a directorship with A. T. & S. F. 
system carriers. 

Wm. S. Pilling authorized to hold the position of director 
of the Catasauqua & Fogelsville R. R. Co. and of the Wharton 
& Northern R. R. Co. 

William La Venture has been authorized to hold the posi- 
tions of director and secretary of the Burlington, Cedar Rapids & 
Northern Railway Company and various other offices. 

James E. Hutchison has been authorized to hold the posi- 
tions of director of the St. Louis, San Francisco & Texas Rail- 
way Company and vice-president and director of the Paris & 
Great Northern Railroad Company in addition to holding a direc- 
torship with the Birmingham Belt Railroad Company and others. 

Albert V. Kipp has been authorized to hold the offices of 
assistant traffic manager of the Los Angeles & Salt Lake Rail- 
road Company, Oregon Short Line Railroad Company, Union 
Pacific Railroad Company and others, and assistant general 
freight agent of the Oregon Short Line Railroad Company in 
addition to a directorship with the Camas Prairie Railroad Com- 
pany and various others. 

Gordon Abbott has been authorized to hold the position of 


director of the Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Company. 


FINANCE APPLICATIONS 


The Minnesota Western Railroad Company has applied for 
authority to issue stock and bonds for the acquisition of the 
property formerly owned by the Electric Short Line Railway 
Company of Minneapolis, Minn. The applicant proposes to issue 
$1,500,000 of preferred stock, at a par value of $100 a share, to 
take up the old corporation’s bonds, and $135,000 of first mort- 
gage 5 per cent gold bonds, 

The Chicago & Eastern Illinois has applied for an extension 
of time to and including December 31, 1924, within which it may 
sell $989,000 of prior lien bonds heretofore authorized by the 
Commission. 

The Missouri-Kansas-Texas Railroad Company has applied 
for authority to issue $4,750,000 of 6 per cent secured gold 
notes, and to pledge as security therefor $6,100,000 of prior lien 
mortgage 6 per cent gold bonds. The notes are to be issued 
at par, in lieu of and in exchange for notes previously held 
by the Director-General of Railroads, and sold by him to White, 
Weld & Co. of New York City. 

The Chicago, Rock Island & Pacific has applied for author- 
ity to pledge $43,715,000 of its first and refunding mortgage 
gold bonds as collateral security for short term loans. 
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GRAIN CHANGES FORBIDDEN 


In a mimeographed report on I. and S. No. 2047 and I. and 
S. No. 2085, each called grain from Western Trunk Line points to 
Texas, written by Commissioner Lewis, the Commission found 
not justified proportional rates from Omaha, Minneapolis, Chi- 
cago, and other markets, and proposed through rates from sta- 
tions in Iowa, Illinois, Missouri, South Dakota and Minnesota, 
on grain and grain products and ordered the schedules canceled. 

It found the carriers had justified proposed restrictions in 
routing south of Kansas City, the effect of which will be to 
confine traffic originating on the Missouri Pacific to the rails of 
that carrier when it leaves Kansas City, with exceptions that, 
according to the Commission, will not produce a discriminatory 
situation as between carriers beyond Kansas City. The Commis- 
sion said that a somewhat similar restriction was considered in 
Restriction in Routing of Grain and Grain Products, 87 I. C. C. 
144. In that case the Commission found the restrictions not 
justified, pointing out that routes south of Kansas City over the 
Frisco and Kansas City Southern were being canceled while the 
route of the M.-K.-T. was being left open, “thus bringing about a 
violation of section 3. There is no such preference or prejudice 
in the present case, for only routes of which the Missouri Pacific 
is the initial carrier will be available south of Kansas City if 
the proposed tariffs become effective.’ The Commission said it 
had not been shown that the reasonable needs of transportation 
would not be met by the Missouri Pacific. Failure in that 
respect would have been reason for requiring the Missouri Pacific 
to short-haul itself. 

Commissioner Lewis said the underlying purpose of most 
of the rates under suspension was to equalize the various mar- 
kets, The originating carriers were the Santa Fe, Rock Island, 
and North Western. The equalization was proposed, the Com- 
mission said, in almost all cases, by bringing a one-factor 
through rate to a point no lower than the lowest combination, 
usually upon St. Louis or on Kansas City, The Chicago Board 
of Trade supported the proposals, although the rates from Chi- 
cago would be increased. Apparently, Mr. Lewis said, the move- 
ment of grain from Chicago to Texas was very light. Omaha 
interests, he said, asserted that Chicago favored high rates 
from western producing points to Texas because such rates 
would have a tendency to lessen movement to the latter and 
draw more of the grain toward Chicago and the east. Kansas 
City, Mr. Lewis said, also supported the proposed increases 
because it was interested in having the rates break at that point. 
It, however, opposed the proposed routing restrictions. 

Commissioner Lewis said that while there were both in- 
creases and reductions, the former outnumbered the latter. The 
increases, he said, ranged from 1.5 to 6 cents but were gen- 
erally about four or five cents. He said that to a considerable 
extent, rates on grain and products, in the middle west, had 
been adjusted to equal the combination of locals into so-called 
primary markets, plus outbound proportionals to destinations. 
That method of constructing rates, he said, had not been con- 
sidered objectionable so long as the resulting through charges 
were not unreasonable or otherwise unlawful. He said that 
prior to 1918 rates to Texas were equal to the combinations 
based on St. Louis or Kansas City, whichever made lower. 
Via the gateways through which the lowest combinations were 
made such combinations usually applied but through other gate- 
ways through one-factor rates equal to the lowest combination 
on any gaterway were generally published in order to permit 
traffic to flow through the various markets and gateways, Transit 
was and is allowed on one-factor through rates, so that even 
where such rates were or are less than the combinations, grain 
might and may be stored or given other market privileges at 
intermediate markets at the same through charges as shipments 
moved direct from origin to final destination. 


Application of the general increases in and after federal 
control resulted in combinations becoming, in many cases, higher 
than the published, through, one-factor rates, and, in recent 
years, in many instances, different rates have applied via some 
lines or gateways than via others. To bring the rates from 
‘he states of origin to Texas to the old basis was the primary 
object, especially on coarse grains, for which there is a big 
demand in Texas. The carriers relied that many cases decided 
by the Commission had permitted them to make a restoration 
of the old basis. 

_ Commissioner Lewis treated each situation as if it were a 
distinct case and pointed out that the increases would bring the 
rates above the level of reasonableness when tested by what 
had been done in other cases, which, to him, seemed to have 
Just as much application as the cases cited by the carriers. 
He said that where points of origin and markets were situated 
as those involved in this case, it would be extremely difficult, 
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“well nigh impossible,” to bring about an adjustment which would 
enable the rates to be made combinations on all markets with- 
out so greatly disregarding distance and transportation conditions 
as to make the rates of extremely doubtful propriety. 

Commissioner McChord concurred in the conclusions reached 
by the majority with the exception of the finding of justification 
in respect of the proposed routing restriction south of Kansas 
City. He disagreed with that finding. 


MAY CORRECT RATES 


In a mimeographed report on I. and S. No. 2072, lumber, 
Missouri points to Burlington and West Burlington, the Com- 
mission said the proposal to increase rates on lumber from 
points in Missouri, Arkansas, Louisiana, Oklahoma and Texas 
to Burlington and West Burlington, Ia., had been justified in 
part. It ordered the suspended schedules cancelled without 
prejudice to the making of rates to Burlington and West Burling- 
ton no higher than those to more distant points, such as Gales- 
burg and Chicago, Ill., on the same line or route. 

The proposal was to bring the rates up to the level they 
would be upon if no mistake had been made in compiling new 
rates under General Order No. 28, which mistake had been 
carried through the subsequent increase and reduction. 

An example of the error in the compilation of rates under 
General Order No. 28 was shown, the Commission said, in the 
rate from Illmo, Mo., to Burlington. The rate on June 24, 1918, 
was 15.5 cents, a combination of 4 cents to Thebes, and 11.5 
beyond. That rate should have become 19.5, and under Ex 
Parte 74 26.5 cents, and 24 cents under the reduction of July 1, 
1922. However, instead of a rate of 15.5 cents the tariff com- 
pilers used a combination of 14.5. The error, continued in the 
schedules effective July 1, 1922, made a 22-cent rate instead 
of 24 cents. 

But the Commission pointed out that if the suspended 
schedules were permitted to become effective, the removal of 
a fourth section departure at Burlingon and West Burlington, 
their rates being lower than rates at intermediate points, would 
bring about another departure in the rates from Gideon, Mo., on 
the Burlington, to Chicago, Galesburg, Peoria and Rockford. 
But the Burlington said that that situation was also the product 
of an erroneous compilation and would be corrected, the object 
being to bring the rates to the basis of the combination of 
locals, alleged to be the customary basis for rates on lumber 
in that part of the country. 

“The application to the traffic here considered, of joint rates 
which equal the combination of locals, is not of itself a suffi- 
cient reason for their condemnation,’ said the Commission, 
“and the situation thereby created is not, under the circum- 
stances, unlawful or unduly prejudicial.” 

In disposing of the case, the Commission found that the 
measure of the proposed rates had been justified, but that the 
respondents had not justified the maintenance of rates to Bur- 
lington and West Burlington, which were in excess of the rates 
from the same points of origin to more distant points, such as 
Galesburg and Chicago, on the same line or route. It said the 
carriers might file new schedules conforming to that rule. 


WESTERN COAL RATES 


In a report on No. 13588, Western Coal Rates, and No. 9613, 
Cameron Coal Company et al. vs. Atchison, Topeka & Santa Fe 
et al., opinion No. 9564, 89 I. C. C. 666-78, upon further hearing, 
written by Commissioner Esch, the Commission modified the 
findings it made in its original report 80 I. C. C. 383, with respect 
to the differential between rates on coal from mines in the 
Castle Gate district in Utah and the Rock Springs-Kemmerer 
district in Wyoming, to destinations in the northwest. In the 
original report it said the differential should be 40 cents per 
ton. After a review of the contentions of the parties, the Com- 
mission said it modified its previous finding with respect to the 
differential at McCammon and all points north and west thereof, 
and now found that a differential in excess of 40 cents, Castle 
Gate over Rock Springs-Kemmerer for the future would be 
unduly prejudicial to the Castle Gate district, and preferential 
of the Rock Springs-Kemmerer district, and that a differential of 
less than 40 cents would be unduly prejudicial to the Rock 
Springs-Kemmerer district, and preferential of the Castle Gate 
district. 

It said that the inclusion of Rock Springs and Kemmerer 
in one group was found not unduly prejudicial of operators of 
coal mines in Utah. 

Another finding was that a reduction in the Thompson 
40-cent differential could be of no substantial detriment to the 
Cameo-Palisade district. It said no objection was expressed by 
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any one to a reduction in this differential or even to placing 
Thompson in the Castle Gate district. It said the relationship 
between rates from Thompson and the Castle Gate district was 
in issue in No. 13509, American Fuel Company vs. A. T. & S. F. 
and that a more comprehensive record had been made in that 
case than in this so far as concerned the rates from Thompson. 
In the circumstances, the Commission said, it would withdraw 
its original findings respecting the differentials between Thomp- 
son and the Castle Gate district and between Thompson and the 
Cameo-Palisade district. It said the relationship between the 
rates from Thompson and the Castle Gate district would be 
reserved for determination in the case mentioned, 

The Commission affirmed its previous denial of the request 
for the establishment of additional joint rates on coal from the 
Castle Gate district to points in the northwest. It said that no 
such public demand existed as to warrant it in requiring the 
publication of additional joint rates from the Utah mines to 
destinations in the northwest. 

As in the original report the Commission said it would 
leave the modification of the rates and relationships to be worked 
out by the railroads. It gave them sixty days from the date of 
the service of this report on further hearing in which to comply 
with the modified findings. 

Commissioner McManamy, concurring in part, said he dis- 
agreed in the failure to require the establishment of joint through 
rates from the Castle Gate district to destinations in Oregon and 
Washington. He said joint rates were in effect from the Utah 
mines to points in the northwest reached direct by the Union 
Pacific system and there was an extensive movement under 
them. A higher combination basis, he said, was in effect to 
destinations on the Northern Pacific,.Great Northern, Chicago, 
Milwaukee & St. Paul and the Spokane, Portland & Seattle 
railroads. He said he believed the present combinations tended 
to restrict the through movement of coal and that there was a 
substantial need for joint rates. He said he was authorized to 
say that Commissioners Atchison, Eastman, Campbell and Cox 
concurred in the views expressed by him. 


ESTIMATED WEIGHTS ON MULES 


The Commission, in a mimeographed report on I. and S. 
No. 2095, Estimated Weights on Horses and Mules in South- 
ern Territory found justified the proposal of the carriers in 
southern territory to establish an estimated weight of 1,000 
pounds per animal on shipments of horses and mules, carloads, 
where actual weights were not furnished by the shipper. The 
schedules were suspended upon protest of the Atlanta Livestock 
Dealers and the J. W. Patterson Commission Company, also of 
Atlanta, 

The present basis of rates on horses and mules is cents 
per 100 pounds based on actual weights, minimum 23,000 pounds 
per standard car. The Commission said there was no change 
proposed in the existing rates or minima, the only purpose being 
to provide an estimated weight in instances where weights were 
not furnished by the shippers. The Commission said the pro- 
testants objected to an apparent transfer of the duty of weigh- 
ing carload shipments from the carrier to the shipper and also 
alleged that the proposed estimated weight was excessive. It 
said the protestants said that if an estimated weight were to be 
established it should be 950 pounds. The record indicated, the 
Commission said, that the average weight of mules handled at 
Atlanta exceeded 950 pounds although the Atlanta mules were 
not aS heavy as other kinds. It said that the number of mules 
minimum in effect provides for a weight of 1,000 pounds per 


= shipped in a standard car was 23, so that the present 
ead. 








LINE HAUL RATES APPLICABLE 


The Commission, in No. 14253, Joseph Bancroft & Sous 
Company et al. vs. Philadelphia & Reading et al., mimeographed, 
found the charges on coal and coke to the complainant’s plant 
at Wilmington, Del., illegal and directed refund of the over- 
charges. The complaint was against the rates and charges 
applied in the two-year period prior to the filing of the com- 
plaint, on September 16, 1922. The prayer was for the estab- 
lishment of reasonable, non-discriminatory and non-prejudicial 
rates for the future and reparation on shipments made in the 
past. 

The Commission found the failure of the Philadelphia & 
Reading to include the complainant’s plant within the switching 
limits of Wilmington, Del., except as to shipments of coal and 
coke, and the failure of the Baltimore & Ohio and the Penn- 
sylvania to absorb the charges of the Reading between the 
complainant’s plant and connections with the line-haul carriers, 
except as to shipments of coal and coke, not unreasonable, 
unjustly discriminatory or unduly prejudicial. 

A finding of unreasonableness was made as to class rates 
applicable for the movement between the complainant’s plant 
and connections of the Philadelphia & Reading with line-haul 
carriers at Wilmington, for use in constructing through inte:- 
state rates. 


The Commission ordered the Philadelphia & Reading, not 
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later than August 16, to establish class rates applicable to 
the movement of traffic between the plant of the complainant 
and the connections of the Reading with the line-haul carriers 
at Wilmington for use in constructing interstate rates not 
in excess of the following: 

Classes 1 2 3 4 5 6 R25 R26 
TROROR, COMED. .02 cciecievns 18. 24.8 214.6 9.5 39.6 © Eb. 44.6 


The plant of the complainant is some distance from the 
part of the city served by the Pennsylvania, Baltimore & Ohio 
and the Philadelphia & Reading, where they have the greatest 
yard facilities. The Reading has a track leading to the plani. 
Under a reciprocal switching arrangement each of the carriers 
performs switching services for the others within defined 
switching limits, the charge of 27 cents per ton on general 
merchandise, with a minimum of $6.75 per car, and a flat per- 
car charge on coal of $2.70 or $3.60, as the case may be, ‘le- 
pendent upon the character of the movement, being absorbed 
by the line-haul carrier. The extent of the coal and coke 
switching limits was in dispute. The issue in this case was 
as to the duty of the three trunk lines to make deliveries to 
the complainant’s plant, and if not to be made at the flat 
Wilmington rates, what charges in addition thereto, should be 
made. The Commission held that the flat Wilmington rates 
were applicable on coal consigned to the complainant, but that 
it was not unreasonable, unjustly discriminatory or unduly 
prejudicial for the Reading to regard the complainant’s plant 
as beyond the switching limit of Wilmington except as to coal 
and coke. It held the class rates applicable for the movement 
between the complainant’s plant and the Philadelphia & Read- 
ing connections with the line-haul carriers at Wilmington were, 
and for the future will be, unreasonable for use in constructing 
through interstate rates. 

For the purpose of shipments in the past, the Commission 
said, the class rates applied in addition to the Wilmington 
rates were unreasonable prior to July 1, 1922, to the extent 
they exceeded 14.5 cents on first class, 12.5 cents on second, 
third, R25 and R26 classes, 10.5 cents on fourth and fifth and 
9 cents on sixth. 


ROSIN CASE DISMISSED 


The Commission has dismissed Docket No. 13157, Western 
Paper Makers’ Chemical Company vs. Director-General et al. 
(mimeographed), finding rates on rosin from southern points 
of origin, east of the Mississippi, to Kalamazoo and Grand 
Rapids, Mich., not unreasonable or unduly prejudicial. It said 
there was no damage as a result of any undue prejudice that 
might have existed. 

While the Commission dismissed the complain of the West- 
ern Paper Makers Chemical Company, in effect it said the exist- 
ing rates on rosin would be unduly prejudicial to the extent 
they exceeded, for the future, the rates found reasonable in 
Naval Stores from Southern Points, 87 I. C. C. 740. No order 
establishing rates for the future was issued in that case. The 
carriers were told, however, that if they did not establish rates 
in accordance with the scale therein approved, on or before 
May 20, an appropriate order would be entered. 

The rates in that case, from Jacksonville, Fla., to Kala- 
mazoo, the manufacturing point of the complainant, would be 
the same as to Chicago and Detroit, 40 cents. The main ground 
of the complaint, Commissioner Cox, author of the report, said, 
was that rates to Kalamazoo were in excess of those to Chicago, 
Milwaukee and Detroit, although, by workable routes, Kala- 
mazoo was intermediate to those destinations. The Commission 
said that while, owing to the absence of routing instructions in 
the tariffs, Kalamazoo could be made intermediate, shipments 
via such routes would be unusual and seldom made. He said 
the complainant and a manufacturer at Milwaukee now had 
a division of territory of distribution and were no longer in 
competition, competition being alleged as one of the reasons 
for a request for like rates. 

Rosin-size, used by paper manufacturers, was the product 
of the complainant in which the rates on rosin were of moment. 
Commissioner Cox said that at the time the complainant estab- 
lished its plant at Kalamazoo one-half the paper makers at that 
point made their own rosin-size. Today, he said, the complain- 
ant supplied the Kalamazoo market. About 500 carloads of rosin 
are used per annum by the complainant. 

O. & W. Thum Company, having its principal plant at Grand 
Rapids, intervened asking for rates from Pensacola and other 
points in the south on the basis sought by the complainant. 
Sticky fly-paper and tanglefoot tree gum are the products of 
the intervener, which uses about fifty carloads of rosin a year. 

Under the finding in the Naval Stores case before mentioned, 
Mr. Cox said, rates from Jacksonville and New Orleans to Chicago, 


Kalamazoo, Milwaukee, Detroit and Grand Rapids would be as 
follows: 
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Commenting on the prospective adjustment and disposing of 
the case by means of a formal finding, the Commission said: 


It will be noted that under this adjustment the rate from the 
southeast to Kalamazoo will be the same as to Chicago and 
Detroit, and the rate to Grand Rapids will be 1 cent less than 
to Milwaukee. From the gulf ports and Mississippi Valley ter- 
ritory the rate to Kalamazoo will be 2 cents higher than to 
Chicago, and the rate to Grand Rapids will be 1 cent higher than 
to Milwaukee. It appears that the Illinois Central, by its single- 
line route, controls the rates from New Orleans to Chicago, and 
hence to Milwaukee, and that other carriers serving New Orleans 
and the other gulf ports meet the New Orleans-Chicago rate so 
made. It is understood that the routing under the new adjust- 
ment will be so restricted as to remove the technical fourth sec- 
tion departures with respect to destination points hereinbefore 
referred to. 

We find that the rates assailed were not and are not unrea- 
sonable; that the rates found reasonable in naval stores from 
southern points, supra, will not be unduly prejudicial to com- 
plainant and intervener herein, and that complainant and inter- 
vener are not shown to have been damaged by any undue preju- 
dice which may have existed in the past. No unjust discrimina- 
tion in violation of section 2 has been shown. The complaint will 
be dismissed. 


SPOTTING AT JACKSON, 0. 


In a mimeographed report on Docket No. 11598, Jackson 
Iron & Steel Co. vs. Director-General et al., the Commission 
found the failure of the trunk lines to spot cars under their 
line-haul rates at Jackson, O., or to make an allowance to the 
industry for spotting, unduly preferential of industries at Walls- 
ton, Lawrence and Ironton, O. They are to remove the undue 
prejudice not later than September 5. 

The finding that it was unduly preferential of the iron and 
steel plants at Wellston, Lawrence and Ironton for the trunk 
lines to do the spotting there or make an allowance therefor 
while refusing to do either at Jackson, O., was made upon re- 
hearing. In the original report, 77 I. C. C. 110, the Commission 
found the failure or refusal of the defendants to perform, under 
their line-haul rates, the spotting service at complainant’s plant 
at Jackson, or in lieu thereof to make the complainant an 
allowance, was not unreasonable. On rehearing it affirmed that 
finding. However, it said the failure or refusal to perform the 
service or to make the complainant an appropriate allowance 
for performing the service, while at the same time performing 
such service at Wellston, Lawrence and Ironton, without charge 
therefor in addition to the line-haul rates, had been and would 
be unduly prejudicial of the complainant and unduly preferen- 
tial of the competing plants. 


The Detroit, Toledo & Ironton and the Baltimore & Ohio 
filed exceptions to the report of the examiner recommending a 
modification of the prior finding. The first mentioned was the 
only one having access to the plant until 1910, when the Balti- 
more & Ohio Southwestern, by building a track something more 
than a mile in length, also obtained access. Until 1909 the 
Ironton performed the spotting service without charge. Then 
the plant put in service its own engine and received an allow- 
ance until the decision in the industrial railways’ case, 29 
I. C. C. 212, in 1914, when all allowances were cut out and no 
spotting service rendered except under unusual conditions. 

Commissioner McChord, who wrote the report, said the 
allegation of unreasonableness was rested on the contention 
that the line-haul rates embraced spotting. Proof that that 
was the fact was in the nature of a showing of what was done 
by the carriers involved, at other points where they performed 
the spotting, particularly the three Ohio points, all near Jack- 
son and all having the same rates except on short hauls. The 
testimony covered seven plants in the same rate territory, at 
each of which -spotting was performed without additional 
charge, including one plant in the course of dismantlement. 

Commissioner McChord, commenting on the arguments 
made by the complainant to the railroads, said the record 
showed that effort made by the complainant, up to the time the 
complaint was filed, was to obtain a restoration of the allow- 
ance—not a restoration of the spotting service. On such a 
record, he said, the Commission was of the opinion that the 
carrier in question, the Ironton, was relieved of the burden to 
justify the increase in the charges made since January 1, 1910, 
at which time the statute transferred the burden of proving 
increases proper, to the carrier. 


On the issue of undue prejudice and preference, Mr, Mc- 
Chord said the furnaces at the four points hereinbefore men- 
tioned, were in competition, both in the buying of the same 
kinds of raw materials and in the marketing of the same kinds 
of products. The two trunk lines, he said, expressed a prefer- 
ence for doing the spotting rather than the paying of an allow- 
ance, if the spotting could be done at their convenience. He 
said that while a carrier could not be required to perform such 
services at the convenience of the shipper, the service it did 
perform had to be adequate, reasonable and non-prejudicial. He 
Said that that did not require placing of cars more than once 
or include re-spotting or reswitching unless the carrier per- 
formed such services for competitors under substantially simi- 
lar conditions. 
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Chairman Hall concurred in the majority report except the 
finding of undue preference and undue prejudice. He said the 
plant at Lawrence had not been in operation for four years 
and was being dismantled and that therefore there was no 
preference, undue or otherwise, at that point; that detailed evi- 
dence as to Ironton was lacking, leaving the Commission with- 
out a basis for determining how far conditions there compared 
with those at Jackson; and that the service at two Wellston 
plants were more simple than at Jackson, the plants at that 
point having no plant-facility locomotive, while the one at 
Jackson had four. He said the complainant, fifteen years ago, 
became dissatisfied with the service of the trunk lines and 
wanted a: service for its convenience and not that of the car- 
riers. The facts thus summarized, he said, showed that the 
complainant wanted and got more, in the way of switching 
service, than sufficed and still sufficed for competing plants. 
He said he was authorized to say that Commissioner Potter 
concurred in that expression. 


IMPORT FLUORSPAR RATES 


The Commission has dismissed No. 14926, Rosiclare Lead 
and Fluorspar Company et al. vs. Mobile & Ohio et al., mime- 
graphed, finding import rates on fluorspar, from Mobile and 
Pensacola, to East St. Louis, not unreasonable, unduly preju- 
dicial or otherwise unlawful. The complainants were fluorspar 
mine operators in southern Illinois and western Kentucky. They 
alleged that a rate of $4.50 per ton, on imported fluorspar, from 
the ports to East St. Louis, was unreasonably low, unduly preju- 
dicial and unjustly discriminatory and did not yield a fair re- 
turn upon the value of the railroad property used in that service. 
The complainants, the Commission said, introduced considerable 
material showing the cost of producing fluorspar in England 
and Germany, but it said such data were not material. The 
Commission found the revenue per car on fluorspar was higher 
than on any of the commodities compared other than ground 
limestone and rough quarried stone. The finding was as fol- 
lows: 


We find that complainangs have not sustained the allegations of 
their complaint. The rate assailed is less than a maximum reason- 
able rate, but the evidence is not convincing that it is less than a 
minimum reasonable rate, or that it has resulted or will result in 
undue prejudice, or is otherwise unlawful. The complaint will be 
cismissed 


SOUTHERN EXCLUDED 


The Commission, in a supplemental report, mimeographed, 
on No. 12737, Slogo Coal Corporation vs. Missouri Pacific et al., 
has modified its findings in the original report, 88 I. C. C. 111, 
by excluding the Southern Railway as a carrier of coal from 
Johnston City, in the southern Illinois group. The Commission 
said it now appeared that the Southern Railway did not serve 
the southern Illinois group, therefore it corrected the third 
complete paragraph on page 112 so as to show the exclusion 
of the Southern Railway. 


PRESERVED FRUITS REPARATION 


In a mimeographed report on further hearing in No. 12779, 
National Preservers’ & Fruit Producers’ Association vs. Abilene 
& Southern et al., written by Commissioner Aitchison, repara- 
tion was awarded on carload shipments of preserved fruits and 
berries, shipped from points in California to destinations in 
central and eastern states, between May 15, 1917, and February 
27, 1920, inclusive, on the basis of refrigeration rates found 
reasonable in the original report, 74 I. C. C. 179. The report 
covers a sub-number, Same vs. Director-General et al. Repara- 
tion awards and orders were made in favor of Griggs, Cooper 
& Co., Paul Delaney Company, Inc., Austin, Nichols & Co., 
Curtice Brothers Company, Temtor Corn & Fruit Products Com- 
pany, Goodwin Preserving Company and C. L. Jones & Co. 


COTTON CASE DISMISSED 


The Commission has dismissed No. 14955, Anderson, Clay- 
ton & Co. vs. Director-General, Fort Smith & Western Rail- 
road, and Charles T. O’Neal, receiver, mimeographed, finding 
that shipments of cotton from Tryon and Carney, Okla., to 
Columbia, S. C., concentrated at Guthrie, Okla., made in October 
and December, 1918, were not overcharged. The Commission 
said the claim for the refund of alleged unreasonable charges 
was barred by the statute of limitations. 

The cotton moved over the Missouri, Kansas & Texas to 
Guthrie, but while it was being held there, service on that 
line between Guthrie and Fallis was discontinued under an 
arrangement whereby the Fort Smith & Western, a line not 
under federal control, handled the traffic of both roads between 
those points. The cotton was not forwarded from the con- 
centration point over the originating line, so tariffs pro- 
viding for the service at Guthrie at the through rate could 
not be applied. The Commission said that although the situa- 
tion was unfortunate in that the tariffs and the actual physical 
operation were not made to correspond, it did not seem that 
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there was any disregard of the tariffs, so it could not be held 
there was any overcharge. 


INDUSTRIAL LINES’ STATUS 
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The Commission, in Docket No. 8406, Jones & Laughlin 
Steel Co. vs. Pittsburgh & Lake Erie, Director-General, et al., 
and thirty sub-numbers, mimeographed, found that between 
April 1, 1914, and April 14, 1915, both inclusive, the Monongahela 
Connecting, the South Buffalo, the Union and the Newburgh 


Tentative Reports 





LIVE STOCK LOADING CHARGES 


In a report, on further hearing, on No. 9977, Chicago Live 
Stock Exchange vs. Director General, Atchison, Topeka & Santa 
Fe et al., and No. 12614, Same vs. Same, Examiner Lawrence 
Satterfield said the Commission should award reparation, on 
account of the collection of unlawful, separate charges for the 
loading and unloading of live stock at the Chicago stock yards 
between May 21, 1917, and April 1, 1920, to the parties men- 
tioned in the complaitits, whose shipments were made in the 
period, and between points within the jurisdiction of the Com- 
mission, and that the award should run against the Director 
General, the corporate carriers and the stock yards company, 
without any attempt upon its part to say in what proportion 
the three classes of defendants should pay. He said the two 
complaints were really one, the second being a supplement to 
the first, although given a separate number. The original re- 
port was made in 58 I. C. C. 164. 

Reparation statements were directed to be made in accord- 
ance with the Commission’s rules of practice. Further hearings 
were had. At these hearings questions as to the sufficiency 
of the petitions in describing the shippers who claimed repara- 
tion, as to the competency of the exchange to demand repara- 
tion, as to the competency of the live stock commission men 
to act for the shippers and a host of other questions were 
raised. Examiner Satterfield went into the law questions and 
said the Commission should hold with the complainants on the 
questions of the competency of the exchange members and 
commission merchants, acting as agents or factors, to make de- 
mands for reparation on behalf of the live stock growers for 
a return of 25 cents per car imposed on them, in addition to 
the line-haul and switching charges, for the service of loading 
or unloading. That charge was laid upon the shippers because 
the line-haul carriers refused to absorb the whole of the load- 
ing and unloading charges of the stock yards company. 

Satterfield found that included in the reparation statements 
were claims in respect of intrastate Illinois shipments made 
before federal control. He also found that certain interveners 
who appeared at the further hearing had not tolled the statute 
of limitations by timely action on their claims. He said such 
claims were barred, either by limitation or lack of jurisdiction 
and that the Commission should so find. 

Each of the three classes of defendants moved to be dis- 
missed from the case on the ground that he or it had not re- 
ceived the money. The examiner said that that was a question 
with which the Commission had not undertaken to deal in the 
prior hearing and should not be undertaken in this one. 


RATES ON PICKLES 


An award of reparation has been recommended by Examiner 
John T. Money, in a tentative report on No. 15066, Haarmann 
Vinegar & Pickle Company vs. Chicago, Burlington & Quincy 
et al., on a proposed finding that rates on pickles in brine, in 
bulk in carloads, and in tank cars, from Blytheville, Ark., to 
Omaha, Nebr., were unreasonable, but that present rates are 
not unreasonable. The case was presented under the shortened 
procedure. 

The shipments consisted of cucumbers in salt brine. Charges 
were collected as follows: On shipments prior to December 22, 
1921, at a fifth-class rate of 92 cents governed by the western 
classification; from that date to January 24, 1923, at commodity 
rates of 59.5 cents and 53.5 cents prior and subsequent to July 1, 
1922, applicable on pickles, in brine, in wood. Effective June 30, 
1923, defendants established a commodity rate of 42.5 cents on 
pickles: cucumbers, in brine, in tank cars, which rate is still in 
effect, the examiner said. The 53.5-cent rate applicable on 
pickles, in brine, in wood, was canceled effective November 27, 
1923, on which date a rate of 58.5 cents was established on 
canned goods, including pickles, the examiner said. 
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& South Shore, industrial short lines in Pittsburgh, Buffalo 
and Cleveland, were common carriers and entitled to receive 
divisions out of joint rates or absorptions of their switching 
charges. It said divisions or absorptions of ten cents per ton 
would not have been an unlawful discrimination or rebate to 
the affiliated industries of the four lines. It awarded repara- 
tion to that standard without interest, except Jones & Laughlin 
at 3 per cent, and 6 per cent to the H. A. Trimble Steel Com- 
pany and C. G. Hussey & Co. The cases will be heard again 
on some reserved questions, together with a number of similar 
cases, 


The complainant questioned whether the rates assessed were 
applicable, and argued that the cucumbers were not, in fact, 


pickles, but were only packed in salt solution to facilitate 
transportation to a point where they could be manufactured 
into pickles, the examiner said. When the shipments moved in 
1921, he continued, defendants maintained a commodity rate of 
69.5 cents on fresh cucumbers, in carloads, minimum 20,000 
pounds, from and to the points, and complainant argued such 
a rate was applicable. The examiner said some of the ship- 
ments moved several months after the usual gathering season 
and must have been in the brine solution sufficiently long to 
remove them from the category of fresh cucumbers. He said the 
fifth-class rate on vegetables N. O. I. B. N., in brine, was appli- 
cable prior to December 22, 1921, and that the rate charged 
prior to that date was unreasonable to the extent it exceeded 
65 cents. 


COTTON CONCENTRATION CASE 


Examiner J. P. McGrath has recommended the dismissal of 
No. 15219, Montgomery Cotton Exchange vs. Seaboard Air Line 
et al., on a finding that the defendants’ failure to provide for the 
concentration and warehousing, in transit, at Montgomery, Ala., 
of cotton from points on and west of the Louisville & Nashville, 
between Decatur and Mobile, Ala., destined to Southeastern, 
Carolina and New England mill points and south Atlantic ports, 
is not unreasonable or unduly prejudicial. He said the Com- 
mission should further find that the combination rates in effect 
on the traffic in question had not been shown to have been or 
to be unreasonable or otherwise unlawful. The examiner said 
that while the Commission clearly had the power to determine 
whether, in a particular case, a transit arrangement should: be 
established, it had never required carriers to extend transit to 
new points or to additional commodities, save to remove undue 
prejudice, or, in some cases, upon convincing evidence of un- 
reasonableness. 


WHEAT RATES CONDEMNED 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates have been recommended by 
Examiner Bronson Jewel, in No. 15537, Rodney Milling Co. vs. 
Missouri Pacific Railroad Company, as to rates on wheat and 
the charges accruing thereunder, from points in Kansas and 
Colorado to Atchison, Ft. Leavenworth and Leavenworth, Kan., 
and to St. Joseph, Mo., milled in transit at Kansas City, Kan.-Mo. 
In addition he said the Commission should find the rates unduly 
prejudicial. 

The wheat in question was shipped between August 2, 1921, 
and September 16, 1922. The complaint alleged the rates were 
unreasonable, unduly prejudicial, in excess of the lawfully pub- 
lished rates and in violation of the long- and short-haul part of 
the fourth section. The prayer was for reparation and for the 
establishment of reasonable rates for the future. 

Milling in transit at points west of Kansas City on the 
Missouri Pacific of wheat originating at the same points in 
Colorado and Kansas was permitted on the through rates from 
point of origin to Atchison, Fort Leavenworth, Leavenworth and 
St. Joseph. The wheat involved in this case was transported 
on the rates to Kansas City, which were the same as to Leaven- 
worth and Ft. Leavenworth, plus a proportional of 5.5 cents 
prior to January 1, 1922, and 4.5 cents thereafter. Wheat milled 
at the points west of Kansas City and shipped to the same 
destinations was carried for amounts less by the 4.5 and 5.5 
cents than the product of the wheat milled at Kansas City. 

Complainant contended that milling-in-transit at Kansas City 
was permissible under the rates to the final destinations. The 
examiner said, however, that that was not the fact, quoting the 
applicable parts of the tariffs to show that milling at Kansas 
City was not permissible. A further contention of the complain- 
ant was that even if milling was not permitted at Kansas City, 
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the charges on grain milled at that point and forwarded to 
Leavenworth and the other destinations concerned were un- 
reasonable to the extent they exceeded those that would have 
accrued at the through rates from points of origin to final 
destination. 

Examiner Jewel said the defense was restricted to a show- 
ing that the applicable rates were assessed and to a contention 
that because the rates had been in effect a long time there 
should be no change. The examiner said no reason appeared 
why higher rates should be assessed from and to the points 
here under consideration on shipments milled at Kansas City 
than on shipments moving over the same route milled at com- 
petitive stations west of Kansas City or on shipments milled at 
Kansas City and thence shipped to points in Missouri, Minne- 
sota and Iowa. He said the defendants had not collected the 
applicable rate but that they should be authorized to waive the 
undercharges and in that way make reparation. 





COAL CASE DISMISSED 


Examiner Myron Witters has recommended the dismissal of 
No. 15640, Beacon Coal Co. vs. Director-General, New York Cen- 
tral et al., on a finding that the rates on soft coal, from Pan- 
handle, O., to Mingo Junction, O., between December 16, 1918, 
and July 27, 1919, were not unreasonable. The complaint al- 
leged they were unreasonable, unjustly discriminatory and un- 
duly prejudicial, but no persons or localities unduly preferred, 
the examiner said, were mentioned. 


LUMBER SUSPENSION ASKED 
The Trafic World Washington Burean 


The North Carolina Pine Association has asked the Com- 
mission to issue a supplemental order in No. 13449, a formal 
docket investigation initiated by the Commission into rates on 
lumber from the southeast to the east. In its report in the 
case mentioned the Commission fixed rates on lumber from 
typical origin points to nine key destinations, using the New 
York water competitive rate from Goldsboro, N. C., as the meas- 
uring stick. It added balf a cent to the water competitive rate. 
It did away with the water competitive rate situation by nam- 
ing rates to the ports where the water competitive rates had 
prevailed and establishing rates to points in the interior re- 
lated to the key point rates. It made the new rates apply via 
Richmond as well as via Norfolk. The water competitive rates 
applied only via Norfolk. 

After doing that, the Commission told the carriers to estab- 
lish rates from Virginia Cities, the southeast and Carolina ter- 
ritory on the same basis, without disturbing the relationship at 
points of origin. 

In its application for a supplemental order the North Caro- 
lina association asserted that the carriers had not observed the 
admonition about leaving points of origin relationships undis- 
turbed. It asserted that in a number of tariffs, filed to become 
effective July 20, of which Glenn’s I. C. C. 471, they said, was 
representative, the carriers proposed to divide a group in South 
Carolina, to abolish the combination rule, and to include rates 
from Louisville & Nashville points. The latter, they said, had 
always been treated as in relation to Mississippi Valley rates 
and had been separately published. In addition the protesting 
association said the new tariffs proposed to increase the mini- 
mum from 34,000 to 36,000 and carried a requirement that 
stakes used in holding the lading in place be weighed and the 
weight noted on the billing and used for the calculation of 
the dunnage allowance, the actual weight to govern, not ex- 
ceeding 500 pounds, although the stakes were not cut to 
length until after the cars were loaded, and they could not be 
weighed then. 

Rates from Carolina territory, one cent higher than per- 
mitted by the Commission, it was asserted, were being proposed 
in the tariffs placed on file, while the increases from Louisville 
& Nashville stations ran as high as three cents. They asserted 
that the tariffs were also in violation of the spirit of the order 
in that the Boston rate was proposed for points in New York 
west of the Albany group, although the distances from Golds- 
boro were less than to the Albany group. ; 

Application for suspension of the tariffs was not made be- 
cause the revision of rates made by the Commission was ob- 
served where it was impossible to depart therefrom. The relief 
given in the original report is desired, but if the unobjection- 
able items are permitted to go into operation, the mill points 
not specifically treated in the original report, it is asserted, will 
be at a disadvantage with mills at the specifically treated ones. 
Therefore the suggestion was made that the Commission issue 
a supplemental order in which it would name the rates made 
in accordance with the directions the North Carolina association 
contends were not observed by the railroads when they filed 
the schedules dated to become operative July 20. 

Protest and a petition for the suspension of the tariffs 
naming the higher rates on lumber, particularly from Louisville 
& Nashville territory, have been filed by Charles E. Cotterill in 
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behalf of seventy-seven mills in eastern Louisiana, Mississippi, 
Alabama, and northwest Florida. 

Chief among the allegations in the lumber manufacturers’ 
petition are that the proposed increases embraced in Speiden’s 
tariff 26-D, I. C. C. 825, effective July 20, are unwarranted and 
unjustifiable; that the carriers have endeavored through the 
proposed tariff to equalize the Ohio river and eastern gateway 
adjustment on the basis of the highest possible rates; and that 
the several railroads have “parceled out” the territory among 
themselves in such manner as to benefit the carriers and work 
an indefensible hardship on the shippers. 

“The carriers in subdividing the state of Alabama east and 
west,” the petitioners charge, “have for a motive purely and 
simply, taking in the ‘slack’ between the eastern gateway adjust- 
ment and the inflated Ohio river crossings adjustment, as re- 
flected in the lower Georgia versus the lower Mississippi rates 
to the entire eastern territory, a situation which it is hoped 
the Commission will correct.” 


JOINT MINE CASE 
The Trafic World Washington Bureau 


Asserting that the 100 per cent rule is in effect on all the 
railroads of the United States, other than the Chesapeake & 
Ohio and the Virginian and that that is the rule that applies 
in the distribution of cars for the loading of grain and other 
commodities when there is a car shortage, George T. Bell, 
attorney for the local mine operators, interveners, in No. 12083, 
the New River Company et al. vs. The Virginian, and No. 
12084, Same vs. Chesapeake & Ohio, has asked the Commission 
to deny the prayer of the complaining joint mine operators 
for a reopening of those joint mine cases. He said the petition 
for reopening was denied February 5, 1923, and there were no 
facts or reasons developed since that time requiring any change 
of view on the part of the Commission. 

As an exhibit to his answer to the petition for reopening, 
Mr. Bell attached a copy of the American Railway Association, 
car service division, circular CCS-10, dated July 23 1923, estab- 
lishing a 100 per cent rule to be observed in the Dakotas, Wis- 
consin, Minnesota and Montana in times of grain car shortage. 

The interveners specifically and emphatically denied that 
either the Commission or the Supreme Court of the United 
States were misled in the consideration of the proceedings re- 
lating to the 100 per cent and the 150 per cent rule, as alleged 
by the other side. On the contrary, the Commission and the 
court knew, they said, precisely the issues in the various angles 
of the litigation and that what the two bodies said was in 
direct answer to contentions made by the other side. They 
said that the Commission specifically found that the 100 per 
cent rule was not unreasonable or unduly prejudicial and that 
that finding was equivalent to a finding that it was reasonable 
and non-prejudicial. That was said by way of answer to the 
contention by the joint mine owners that the 150 per cent 
rule had not been condemned nor the 100 per cent rule ap- 
proved. The local mine operators said that the complainants 
attacked the 100 per cent rule in the complaints filed by them 
and that consequently the 100 per cent rule was in issue and 
the only rule the Commission was called upon to condemn or 
approve. 

The local mine operators contended, in this answer to the 
petition for reopening, that, notwithstanding the 100 per cent 
rule, the joint mine would have an advantage, unless, on each 
day of a car shortage period, the car supply is exactly the same 
each day. They pointed out that the joint mine operators, in 
their petition, referred to the fact that the car supply of the 
Virginian and the Chesapeake & Ohio was not the same, as 
one of the reasons for a reopening of the case. In addition, 
they said the joint mine men conceded an advantage to them- 
selves when they referred to the wider markets in which joint 
mines could distribute their coal by reason of not being de- 
pendent upon one railroad. 


An interesting allegation in the answer of the local mines 
is to the effect that all the mines of the petitioners (joint mine 
operators) are local mines, some of which have been made 
joint mines by means of “unjustly discriminatory trackage ar- 
rangements now the subject of numerous formal complaints 
before the Commission.” Continuing, the local mine operators 
asserted: 


The so-called joint mines of petitioners are all located on what 
was formerly the White Oak Railway and the Piney River & Paint . 
Creek Railroad, which were built by predecessor of petitioners to 
reach coal lands “not worth five cents without a railroad’’ and to 
connect them with the Chesapeake & Ohio, At the time these tap 
lines were sold by petitioners to the Virginian and Chesapeake & 
Ohio they had a total book value of $632,737.27, according to their 
reports to this Commission; they were sold for a total of $727,000 in 
money and a scratch-of-the-pen_ agreement that a joint status for 
petitioners’ mines be maintained. Through the operation of these 
discriminatory trackage agreements and the joint status bestowed 
upon petitioners’ mines, the value of petitioners’ properties has greatly 
increased, whereas that of similarly situated local-mine properties 
has been retarded and in some instances destroyed. These inter- 
veners respectfully but earnestly represent that when all the. surround- 
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ing facts and circumstances are considered the ‘“‘equities’’ in 
proceeding are not with petitioners in any sense of the word. 
Even though petitioners did make some investment upon the 
assumption that they would secure and retain a preferential car 
supply for their mines, they thereby acquire no vested right which 
the Commission can lawfully recognize and enforce. Southern Pa- 
cific Co. vs. Interstate Commerce Commission, 


the 


219 U. S. 433. Mer- 
ecantile Lumber Co. vs. I. C. R. Co., 53 I. C. C. 415, 423. Allegheny 
Ore & Iron Co. vs. C. & O. Ry. Co., 53 I. C. C. 415, 423. Showers 
Bros. Co. va. A. A. R. R. Co., 48 I. C. C, 518, 520. 


7 Fruits & Vege-* 
tables, 48 I. C. C. 291, 312. 


As the Commission said in Mercantile Lumber Co. vs. I. C. R. Co., 
supra— 


“Little, if any, weight may be given that consideration in view 


of the Supreme Court’s decision in So. Pacific Co. vs. Interstate Com- 
merce Commission, 219 U. S. 433.”’ 


OCEAN RATES REMAIN WEAK 


The Trafic World New York Bureau 

Ocean charter rates last week remained at the previous low 
level except in the coal trade, which was more active and 
showed slight rallying tendencies. This was regarded as a 
temporary condition without any important effect on the general 
market. The marked surplus of tramp vessels was an indication 
to shippers that while rates might not recede from their present 
depressed levels, there was little in sight to bring about higher 
figures. 

The grain movement was negligible and ship owners have 
practically ceased to look for cargoes at present. One fixture 
was reported from London of a small vessel from Montreal to 
the United Kingdom at three shillings three pence a quarter 
for July loading, the first charter in about two weeks. 

Coal fixtures to the east coast of South America were more 
numerous. More than a half dozen charters were reported to 
Rio de Janiero at slightly better rates, ranging from $3.10 to 
$3.25 a ton. Further decline was reported in rates to Italy, with 
one vessel fixed at $2.60 a ton for July loading. Large vessels 
were offered freely at $2.75 to $2.90 a ton for July and August 
loading from the North Atlantic to the Mediterranean. Little 
activity was noted in shipments to the United Kingdom and 
Continental ports. 

Cargo offerings were insufficient to fill more than a fraction 
of the ship space available, according to Funch, Edye & Co. 

The Trans-Atlantic sugar market was dull, with only two 
fixtures reported. Current rates were about 20 shillings a ton 
from Cuba to the United Kingdom and 24 shillings from San 
Domingo on small vessels. 

The lumber market developed new weakness. Two fixtures 
were made for August or September loading from the Gulf. 
ase were around $14.50 a 1,000 feet, a concession from previous 
evels. 

Increased berth rates from the North Atlantic, Gulf and 
Pacific Coast to the Far East, as fixed several months ago by 
the Far East Conference, became effective on July 1. The aver- 
age advance was about 25 per cent. Most of the new rates were 
quoted on the 2,000 pounds per ton basis instead of the long ton. 

The next general meeting of the Pacific Westbound Confer- 
ence will be held at Portland, Ore., on July 21. There has been 
considerable speculation recently with respect to possible 
changes in lumber and cereal rates, which are in effect as at 
present to September 1. When the cereal rates were dropped 
$1 a ton in the spring, now being $5 to Japan and $5.50 to China, 
it was the understanding that the former prices would be restored 
in September. Lumber rates were lowered from $13 and $14 a 
1,000 feet to $9 and $10 to Japan, and $9.50 and $10.50 to China 
ports. 

A new freight service from San Francisco to Mexican and 
Central American ports was inaugurated this week with the 
sailing of the steamer Florence Olson of the Western Steamship 
Line. While this is the only vessel operated at this time, others 
are to be chartered shortly. 

The International Mercantile Marine Co. announces that 
with the opening of the River Scheldt for navigation, following 
dredging of the channel, the Red Star Line will resume its 
service from New York to Antwerp in August. The steamers 
Belgenland and Lapland, which are too deep to clear the present 
obstructions in the river, have been employed in the New York- 
London service. 

Two new steamship services have been established from 
Pacific Coast ports to Australia and South Africa. These will be 
known as the Australian Dispatch Line and the South African 
Dispgtch Line, which will operate fourteen vessels. There will 
be one sailing monthly in the Australian service with calls at 
Melbourne, Sydney and Adelaide, while the African company 
will touch at Cape Town, Delagoa Bay and Algoa Bay. 

Philadelphia will join with other North Atlantic ports in 
opposing the request of the South Atlantic and Gulf ports for 
elimination of the ocean rate differential and the establishment 
of a parity of rates from ports in all three groups to the United 
Kingdom and Mediterranean. The manager of the Ocean Traffic 
Bureau has been authorized to join New York and Baltimore 
in defense. 

H. H. Benedict, formerly New England freight agent for the 
Pacific Mail Steamship Company, has been appointed foreign 
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freight agent to succeed J. H. Condon, who has been placed in 
charge of the intercoastal service. 

Steamship lines to the Levant, Adriatic and Black Sea have 
agreed that “in no case on and after October 1 will letters of 
indemnity be accepted in lieu of clauses on bills of lading 
recording exceptions as to condition and quantity” of goods for 
shipment. 

As explained by officials this means that the companies will 
no longer be parties to irregular bill of lading forms which have 
already resulted in adverse decisions in the courts when com- 
plaints have arisen. Other steamship conferences have the mat- 
ter under consideration and it is expected that similar steps 
will be taken. 

In some cases in the past when shippers have forwarded 
merchandise in bad condition they have not noted the facts on 
their bills of lading but have furnished the steamship companies 
with letters of indemnity to cover them against damage claims 
from the consignees. The courts have held that the letters of 
indemnity are invalid and reprehensible in that they tend to 
deceive the consignees as to the condition of the goods at time 
of shipment. 

The Munson Line and Lamport & Holt, which cut passenger 
rates about 35 per cent two years ago in the outbreak of a 
rate war, have patched up their differences. Effective July 15 
first, second and third class rates will be advanced an average 


of 25 per cent from New York to Rio de Janiero, Santos, Monte- 
video and Buenos Aires. 


CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


The Shipping Board has approved consolidation of the ma- 
jority of the ocean freight services of the Fleet Corporation be- 
tween Atlantic-Gulf ports and foreign ports, and it is expected 
that a considerable saving will be effected as the result of the 
consolidations and some reduction in the number of ships in 
operation. The services that have been consolidated are those 
between north Atlantic ports and Scandinavian ports, between 
north Atlantic ports and United Kingdom ports, between Gulf 
ports and foreign ports, between Atlantic-Gulf ports and Orient 
Dutch East Indies ports, between south Atlantic ports and 
United Kingdom-Continental ports, and between north Atlantic 
ports and French ports north of Bordeaux and Antwerp and 
Rotterdam. 

Operators selected for the consolidated services between 
Gulf and foreign ports have not signed contracts with the board. 
It is understood there is objection on the part of the operators 
to the provision that they be paid on the basis of straight com- 
missions of 7% per cent on gross revenues on outward cargoes 
and 3 per cent on gross revenues on inward cargoes. These 
commissions have been agreed to by the operators in the con- 
solidated services between north Atlantic ports and Scandi- 
navian and United Kingdom ports. 

Negotiations between the Fleet Corporation and the gov- 
ernment ship operators looking toward the drafting of a new 
general agreement prescribing the terms and conditions under 
which the ships will be operated for the government have not 
produced results. A committee representing the operators has 
submitted a report as to what it thinks the operators should 
have but it is understood the operators ask for terms in this 
report that will not be approved by the government. In the 
meantime the Shipping Board is insisting on application of the 
terms of the contracts applied in the cases of the consolidated 
services between north Atlantic and Scandinavian and United 
Kingdom ports, or 7% per cent commission on outward bound 
and 3 per cent on inward bound cargo revenues, and the elim- 
ination of other fees or profits. 

Discussing the consolidation of services, the National Mer- 
chant Marine Association says: 





The elimination of the aid of private enterprise in the hand- 
ling of the government’s tonnage is being gradually brought into 
effect through consolidations recommended by Admiral Palmer, as 
president of the Emergency Fleet Corporation and adopted by the 
Shipping Board. The result is not merely a decrease in the num- 
ber of private operators, but in the number of ships active undef 
the American flag. There is no possibility that these vessels will 
be replaced by the private operators taking over tonnage, for 
the ships must run at a loss under present conditions, and too 
heavy a one to be paid out of any purse but the government’s. 

The reduction in the number of the Shipping Board’s vessels 
in service follows declarations by members of the board that its 
vessels were going out loaded to more than 90 per cent of ca- 
pacity. This, however, does not mean that they can be run at a 
profit, for they are coming back almost 90 per cent empty, in 
many cases. The result, as testified by board members, is an 
average loss of about $25,000 per voyage. 

The main problem, therefore, is to secure return cargoes. 
If this can be done, the Shipping Board will not merely be en- 
abled to make a profit on the operation of its vessels, but to find 
a market for them among American shipowners. The board has 
in its hands the power to bring this about, if it chooses to exer- 
cise it. Let it certify to the Interstate Commerce Commission 
that on a named date, section 28, providing for preferential rail 
rates on goods carried on American vessels, shall be applied so far 
as all imports are concerned, and so far as both imports and ex- 
ports in the trade with South America are concerned. Practically 
the entire objection to the enforcement of section 28, which re- 
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sulted in the recent withdrawal by the board of is certification, 
came from exporters who claimed that there were not sufficient 
facilities under the American flag for transatlantic and transpa- 
cific shipments. 

This argument does not apply to the import situation, nor to 
the trade with South America. The board can act, and it is be- 
lieved that action on Section 28 is contemplated, with a view to 
making it effective at the beginning of next year. It can be ar- 
gued with reason, that, ith a limited appropriation from Con- 
gress, the board must hold its losses within fixed figures, and 
therefore must withdraw some vessels; but with a means of se- 
curing return cargoes the necessity for withdrawals will be re- 
placed by the necessity for putting additional ships in service. 
Under the present system, the only result will be an increase in 
the carriage of American exports and imports by foreign ships. 





OPERATORS OPPOSE CONTRACT 


The Trafic World New York Bureau 


Members of the United States Ship Operators’ Association 
are opposed to the terms of the new managing agency agreement 
proposed by Sidney Henry, vice-president of the Fleet Corpora- 
tion, it was learned this week, and several of them may refuse 
to sign the contracts unless they are modified considerably. It 
was reported on good authority that the Barber Lines and the 
Tampa Inter-Ocean Company do not intend to undertake opera- 
tion of the Far East services, as contemplated in the reorganiza- 
tion plan, unless larger commissions are allowed. 

Mr. Henry, who is conducting the negotiations with the 
operators’ committee headed by J. R. Munez of the Cosmopolitan 
Lines, has submitted a draft proposing 714 per cent commission 
on outward freight receipts and 3% per cent on inward freights, 
with elimination of all special fees such as that for husbanding 
the ships. This is in lieu of the previous 5 and 2% per cent, 
respectively, plus extra fees. J. H. Winchester & Co., Moore & 
McCormack, and other operators selected to handle consolidated 
services have accepted new contracts under protest pending final 
adjustment. The Fleet Corporation proposes that out of these 
commissions the companies shall pay a number of incidental 
costs hitherto assumed by the government, such as telephone, 
telegraph and cable bills and advertising. 

The counter proposition made by the operators suggests 10 
per cent on outward freight and 5 per cent on inward, and that 
the Fleet Corporation shall pay for messages, advertising and 
incidental items. 

The situation was discussed at a meeting of the operators’ 
association, held in New York last Wednesday, and the special 
committee was instructed to take up the matter again with Mr. 
Henry. It is the contention of the operators that in view of 
the existing depression in shipping, with low rates and relatively 
small shipments, the commissions proposed by the Fleet Corpora- 
tion will not cover their overhead expenses. The New York 
meeting was attended by officials from the North and South 
Atlantic, Gulf and Pacific Coast operators. 

It is understood that the Far East situation has come to a 
climax, following the decision of the Fleet Corporation to com- 
bine these services under the management of the Barber Lines 
and the Tampa Inter-Ocean, with elimination of the Kerr Line. 
Both of these lines have had considerable experience in this 
trade, and their management is of considerable value to the 
Board. They also are acting as agents for a number of foreign 
vessels on the route. In compliance with the decision of the 
Shipping Board that its operators must not represent both Ameri- 
can and foreign ships, they intend to form a separate corpora- 
tion, probably to be known as the Atlantic, Gulf & Oriental Line, 
in which they will have a joint interest, to operate the govern- 
ment vessels. The line individually will continue to act as 
agents for foreign tonnage. 

Rather than handle the government vessels with the losses 
which they anticipate under the commissions proposed by the 
Fleet Corporation, it is reported that unless the fees are in- 
creased Barber and Tampa interests will give up the Shipping 
Board tonnage and will concentrate on their foreign lines. 

The prevailing belief in New York, however, is that the Fleet 
Corporation and the operators will compromise on the terms of 
the new agreement. Further meetings are to be held shortly 
with Mr. Henry. 


FLEET OPERATING POLICY 


The Trafic World Washington Bureau 


The Shipping Board has approved a policy suggested by 
President Palmer of the Fleet Corporation with respect to with- 
drawal of ships from service and the addition of ships to the 
active fleet. The policy contemplates the withdrawal of ships 
from services when the cargoes offered in those services fall to 
a level that does not justify the operation of the number of 
vessels regularly operated and the addition of vessels when 
ocean freight rates reach a level that will enable the Fleet 
Corporation to obtain increased business and meet the cost of 
operation of the additional ships. 

Some withdrawal of vessels may be made in the near future 
in some of the services because conditions probably will re- 
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quire such action under the policy formulated by Mr. Palmer. 
Fleet Corporation officials are hoping for an upward trend in 
ocean freight rates. The objective of the -government is .to 
obtain at least 50 per cent of the ocean commerce of the United 
States. A considerably larger share of the commerce and 
possibly most of it could be obtained for Shipping Board vessels, 
it is pointed out, if rates were reduced and additional vessels 
put into commission, but there is no thought at the present 
time of attempting to make a showing on such a basis. While 
shippers would be attracted by low rates, it is pointed out, the 
question would arise in their minds as to how long such a 
policy could be maintained and how long such service would 
be available. 

Monthly statements showing the financial operating results 
of the government fleet probably will be issued when the con- 
solidation of services has been completed, President Palmer 
said. Such statements were issued some time ago when the 
losses from operation were running from $3,000,000 to $4,000,000 
a month. Losses have been curtailed since that time and 
the consolidation of services will permit of additional savings. 


The exact monthly losses have not been announced for some 
time. 


PINEAPPLE DIFFERENTIAL INQUIRY 


The Trafic World Washington Bureau 


The Shipping Board has adopted a resolution requesting 
the Emergency Fleet Corporation to investigate and report on 
the situation with respect to intercoastal rates on pineapples. 
The resolution said representations had been made to the board 
that it was the practice of the Intercoastal Conference with 
respect to the movement of pineapples whose shipment origi- 
nated in Hawaii, with transshipment at San Francisco or other 
Pacific coast ports, for transportation to New York or other 
Atlantic ports, to quote a rate for such shipments to north 
Atlantic ports $1 per unit less than the rate quoted for similar 
shipments to New Orleans and other Gulf ports, notwithstand- 
ing the mileage to Gulf ports was much less than the mileage 
to New York. 

The Fleet Corporation was requested to ascertain and de- 
termine whether vessels of the Shipping Board operated in 
intercoastal trade might not properly quote rates on _ pine- 
apples shipped from the Pacific coast to Gulf ports, on a parity 
with and not more than the rate quoted for the transportation 
of similar shipments to north Atlantic ports, and, if the way 
was clear, to authorize persons operating such vessels to quote 
such rates. The resolution also directed the Fleet Corporation 
to ascertain whether Shipping Board operators were prevented 
by contracts through conference agreements or otherwise from 
quoting such rates. The board indicated that the question at 
issue might be attacked under section 16 of the shipping act 
forbidding discrimination between ports. This situation was 
referred to in The Traffic World of June 21, p. 1594. 


SHIPS IN OCEAN COMMERCE 


The Trafic World Washington Bureau 


Nominally the tonnage of the world’s steamers has in- 
creased 33 per cent over that in existence at the beginning of 
the world war, owing principally to American war construction, 
but, as the number of the world’s steamers of 12 knots speed 
or over is no greater now than before the war, tramp tonnage 
appears to form a greater proportion of the total than in 1914, 
says E. T. Chamberlain, of the transportation division of the 
Department of Commerce in a statement discussing tramp ship 
trades. 

“Much war-built tonnage, however,” he continues, “is perma- 
nently laid up; and American war construction, though mainly 
of tramp types, is owned by the government, and, so far as 
operated, is employed on regular steamer lines. The number 
of British steamers of 12 knots or over is slightly less than 
before the war, but the total British tonnage has remained 
stationary.” 


Continuing the discussion with a view to showing postwar 
absorption of tramps by liners, Mr. Chamberlain says: 


Meanwhile, four British steamship corporations—the Penin- 
sular and Oriental, the Royal Mail Packet, the Cunard, and the 
Ellerman lines (three of which date back to 1840), with subsi- 
diary and affilated corporations of which they have acquired con- 
trol—now own a fleet of 6,750,000 gross tons larger than the 
present merchant fleet of 6,400,000 gross tons of the United States 
government represented by the United States Shipping Board, 
which owns half of the seagoing American merchant fleet. If to 
the fleets of the four corporations named there be added those 
of the Furness-Withy and the Holt Blue Funnel lines and their 
subsidiaries, the combined six shipping corporations own 8,200,000 
gross tons, or almost half of British steam tonnage employed 
in the world’s foreign and colonial trades. 

The postwar organization of British shipping is based ap- 
parently on concentration of shipping into liner services under 
the direction of a relatively small number of great corporations, 
in disregard of the warning of the British government’s special 
committee in 1916-17: 

“The absorption of tramp tonnage by companies owning regu- 
lar lines was a most unfortunate feature of the present shipping 
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situation * * * This absorption is fraught with special dan- 
ger to the supremacy of British shipping after the war * * * 
After-the-war trades, which formerly the recognized domain of 
the British tramp owner, may as a result be carried on by the 
lines, or more probably by foreigners.” angry 

The war period in the United States, when the Shipping 
Board controlled virtually all American seagoing tonnage, was 
followed by a short spell in 1919 and 1920 when the government 
chartered as tramps a large part of its war-built shipping. The 
European coal situation at the time gave the United States the 
opportunity partly to fill the place of England as purveyor of 
coal to the rest of Europe and to South America, and thus gave 
a temporary stimulus to American tramp shipping. The mer- 
chant marine act of 1920, however, was based on the principle of 
liner service, which in practice now rules the American merchant 
marine, both private and government. 

he aims of the French merchant marine have been the de- 
velopment of French colonies and proctectorates throughout the 
world and the maintenance of regular French connections with 
the two Americas; ta the attainment of these ends, liner ser- 
vices are essential. The reorganized Italian merchant marine 
finds its field of employment in a comprehensive system of liner 
communications throughout the Mediterranean, with Italy’s col- 
onies in Africa, and with North and South America. Germany, 


which originated the “conference” system, is “canalizing”’ its 


trade and restoring its liner services, which before the war em- 
ployed two-thirds of its shipping. Japan, which developed latest 
and most rapidly as a maritime power of the first rank, from 
the start adopted liners as the basis of its over-sea-merchant 
shipping. 


After making an analysis of the movement of bulk cargoes 
showing the preponderating share of Europe in the tramp trades, 
Mr. Chamberlain says tramp steamers can not profitably be 
operated in carrying cargoes only one way. 





TRAFFIC TO BRAZIL UNINTERRUPTED 
- The Trafic World New York Bureau 


Frank C. Munson, president of the Munson Line, said Tues- 
day that he had received a cable message from the agents of 
the company in Brazil stating that the revolutionary outbreak 
has not endangered shipping at Santos and that no further 
trouble is anticipated. Government forces have the situation at 
Sao Paulo, a short distance from Santos, well in hand, the 
message stated. Mr. Munson said that his company, and pre- 
sumably other lines to Brazil also, will make no changes in 
their sailings for that port. 


Shipping at Santos is still congested, due to car shortage, 
according to information from officials of the Brazil Conference, 
which recently imposed a surcharge of two dollars a ton on 
freight for that port until the situation has been corrected. 
Delays to freight steamers frequently run from several days to 
two weeks, it was said. It is the belief of the conference offi- 
cials that the Brazilian Government could remedy the trouble 
speedily if drastic measures were taken to expedite the railroad 
traffic. 


Inauguration of through bills of lading between interior 
United States points and the interior of the Argentine is a 
matter which is ‘now under discussion between railroad and 
shipping officials and the Argentine ambassador. H. F. Bell, 
foreign freight traffic manager for the Erie Railroad and also 
chairman of the Foreign Freight Agents Committee of the North 
Atlantic Ports, has been conducting the negotiations. Argentine 
authorities have asked the railroad and steamship lines to adopt 
this practice, but the American lines held that they cannot 
assume the responsibility of issuing through bills beyond Argen- 
tine ports, due to the lack of stability of railroad charges to 
the interior. 


One of the difficulties encountered in making out through 
bills from American interior ports to the Argentine ports, it is 
said here, has been the insistence of the Argentine consults 
upon full information not only as to the quantity and nature 
of the shipments, but also the name of the ship and company 
for the ocean voyage.. It is understood that this question has 
now been cleared and the way is open for through bills. 


SHIP OWNERS NAME COMMITTEE 


President Alfred Gilbert Smith of the American Steamship 
Owners’ Association has appointed the members of a new stand- 
ing committee of the association, to be known as the Coastwise 
Committee. Authority for the establishment of this committee 
was given at the recent meeting of the association, the purposes 
of the committee being “to pass initially upon subjects most 
directly affecting the coastwise trade and to frame recommenda- 
tions upon such subjects for the executive committee and for 
the association.” Members of the new committee as named by 
President Smith are: 


H. B. Walker, president, Old Dominion Steamship Company, chair- 
man; Calvin Austin, president, Eastern Steamship Lines, Ine.; J. 
Howland Gardner, vice-president, New England Steamship Company; 
Captain C. W. Jungen, manager, Atlantic Steamship Lines, Southern 
Pacific Company; Edgar F. Luckenbach, president, Luckenbach Steam- 
ship Company, Inc.; H. H. Raymond, president, Clyde-Mallory Steam- 
ship Lines; E. R. Richardson, vice-president and general manager, 
Ocean Steamship Company of Savannah; A. D. Stebbins, president and 
general manager, Merchants and Miners Transportation Company. 
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SOUTH ATLANTIC DIFFERENTIAL 


The Trafic World Washington Bureau 


A petition in intervention has been filed with the Division 
of Regulation of the Shipping Board, in No. 23, Port Utilities 
Commission of Charleston, S. C., and the Municipal Docks and 
Terminals of the Port of Jacksonville, Fla., vs. The Carolina 
Company, Trosdal, Plant & Lafonta and Tampa Inter-Ocean 
Steamship Company, on behalf of the Maritime Association of 


/the Boston Chamber of Commerce, Associated Industries of 


Massachusetts, Chamber of Commerce of Fall River, Mass., New 
Bedford (Mass.) Board of Commerce, New London (Conn.) 
Chamber of Commerce, Chamber of Commerce of Portland, Me., 
and Chamber of Commerce of Providence, R.I. This is the case 
in which the complainants attack the 7.5-cent differential main- 
tained by conference ships from south Atlantic ports, over rates 
from north Atlantic ports. (See Traffic World, May 31, p. 1399.) 

The petitioners ask for leave to intervene, that’ they be 
treated as parties thereto and permitted to submit testimony, 
examine witnesses and make argument. 

It is averred by the petitioners that the ocean rates from 
both north Atlantic and south Atlantic ports to the foreign 
destinations named in the complaint constitute but one factor 
in the through transportation charges from points in the United 
States to points in the foreign countries named; that the New 
England ports are in keen competition with the south Atlantic 
ports and with the ports of New York, Philadelphia and Balti- 
more; that the south Atlantic ports together with the ports of 
Philadelphia and Baltimore now enjoy export rail rates from 
points in the West and Midwest which are lower than the cor- 
responding export rates contemporaneously maintained to the 
New England ports. 

It is further averred that the ports of Philadelphia and Bal- 
timore now enjoy import rail rates as well as rail export rates 
which are substantially lower than the corresponding rail rates 
contemporaneously maintained to and from New England ports, 
by reason of the maintenance of certain port differentials. 

Attention is called to the fact that in Nos. 13548 and sub- 
numbers filed with the Interstate Commerce Commission the 
petitioners seeking permission to intervene in the Shipping 
Board case allege by formal complaint that the maintenance of 
rail differentials in favor of the South Atlantic ports, Baltimore, 
Philadelphia and Montreal has the effect of diverting commerce 
from the New England ports, depriving New England railroads 
of an important freight tonnage and adversely affecting the in- 
terests of petitioners and New England as a whole, contrary to 
the public welfare and subversive of the intent of Congress ex- 
pressed in the governing statutes, and that by reason of such 
facts the export and import rail rates to and from New England 
ports are unjust, unreasonable, unduly prejudicial to petitioners 
and New England ports and unduly preferential of the so-called 
differential ports, including the southern ports. Petitioners set 
forth that these complaints have been heard, argued, briefed 
and submitted and now await decision by the Commission. 

It is further averred that, in view of the fact that rail rates 
and ocean rates are complementary and in view of the necessity 
of equalizing the various ports in the matter of their through 
rates on export and import commerce, it is essential that the 
Shipping Board co-operate with the Commission in adjudicating 
the issues presented in the pending dockets. 

The petitioners quote the following from “Port Series No. 2,” 
covering the port of Boston, prepared by the Shipping Board 
and the Board of Engineers for Rivers and Harbors of the War 
Department: 

“The present investigation indicates that Boston is losing 
business to ports both north and south, and unless the rail or 


the ship rate can be altered in her favor, she is likely to con- 
tinue to lose.” 


The petitioners say the same may likewise be said of the 
other New England ports, and quote further from the report in 
support of their contentions with respect to the rate situation. 

By reason of the advantage in export rail rates now enjoyed 
by the south Atlantic ports, petitionérs continue, an equalization 
of the ocean rates in the manner requested in the complaint 
would not result in equalization of the through charges but, on 
the contrary, would give the Southern ports an unfair and un- 
warranted advantage in through rates to the detriment of the 
New England, and violating the equalization principle for which 
the New England ports have consistently contended. 


It is further averred that the distances by rail and ocean 
via the New England ports to typical destinations in Europe 
are substantially. less than the distances via any other ports, 


‘that in practically every instance the through distances via the 


New England ports from points in the West and Midwest to 
typical destinations in Europe are substantially less than the 
corresponding distances via the south Atlantic ports, and that 
therefore if there is to be any advantage in through rates 
predicated on the quantum of service rendered, the New Eng- 
land ports should enjoy rates lower than the south Atlantic 
ports. It is further averred that the south Atlantic ports now 
enjoy advantages in export rail rates from interior points for 
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relatively longer distances than are in effect to New England 
ports for relatively shorter distances. 

The Baltimore Chamber of Commerce also filed an interven- 
ing petition averring that if the prayer of the south Atlantic 
ports was granted the change in the relationship of ocean rates 
would be detrimental and harmful to the commerce of the port 
of Baltimore. The petitions of the New England ports and of 
Baltimore to intervene were granted by the board. 


CANADIAN BRANCH LINES 
The Trafic World Washington Bureau 


The present position with regard to the 26 branch line. bills 
over which the House and the Senate have been wrangling for 
months past is as follows: Three lines, the Turtleford, Rad- 
ville, and Lloydminster, all in Saskatchewan, were killed in the 
House; four, the Sunny Brae (Nova Scotia), Roseau (Quebec), 
Nipawin (Saskatchewan), and Kelvington (Saskatchewan) were 
reported against in the House and the Senate concurred, which 
kills the bills; the Kingsclear line (New Brunswick) was passed 
with amendments limiting the portion to be built by the Cana- 
dian National, providing running rights can be secured over 
the C. P. R. R.; the Kamloops-Kelowna line (British Columbia) 
and the St. Remi line (Quebec) are still under consideration 
in the Senate. The remaining sixteen lines were passed, with 
an enlargement of the clause regarding the information which 
must be given to Parliament on the progress of the lines, but 
putting it largely in the discretion of the Minnister of Railways. 
Out of a total expenditure of $28,311,300 required for all the 
lines, the sum of $12,339,000 has been lopped off. 

It was anticipated last week, judging from the course the 
discussion was taking, that practically all the bills would go 
through; but strong opposition suddenly developed in the Sen- 
ate, when the six months’ hoist was moved for a number of 


the bills, particularly those in the province of Saskatchewan. — 


The strongest opposition came from Senator Lynch-Staunton, 
who is best known in Canada as a member of the commission 
appointed by. the conservative government to investigate the 
Grand Trunk-Pacific project in 1912, when he strongly con- 
demned it. He made a slashing attack on the newspapers, 
which had been attacking the Senate for its action on the 
branch lines, claiming they were in receipt of large sums of 
money for government printing and advertising—a charge which 
can hardly be substantiated, as the attacks were made either 
by Conservative papers which receive nothing, or by papers 
which also receive large sums from the Canadian Pacific Rail- 
way as well. 


a 
Replying to the charge that the attack in the Senate was 
influenced by the fact that those making it were shareholders 
in the Canadian Pacific, Senator Staunton said if that were his 
object he would vote to load the Canadian National system with 
every dollar of expenditure he could possibly put on it. He 
said: 


It has been the salvation of the Canadian Pacific railway, that 
the government took over this enormous liability, because rates can- 
not be lowered on the C. P. R. without their being lowered on the 
Canadian National; yet if we lower them on the C. N. R. we will lose 
$100,000,000 instead of $50,000,000 a year. So it is the greatest god- 
send to the Canadian Pacific that Canada owns the Canadian Na- 
tional, and I think if Mr. Betty were~to speak his thought on 
the matter he would say, “Speed the plough; increase the expenditure! 
I tried to find out from those who were in very high authority on 
the Canadian Pacific what their views were on these branch lines, 
but I got in reply a long letter which showed that they had no views 
to express. They would not commit themselves to anything. Why, 
they want the expenditure to be made; they want_us to load our- 
selves with as much cost as possible. The increased capital cost in- 
creases the national liability, and the increase of our national liability 
demands the keeping up of rates.” 


Senator Staunton said the Canadian National had spent 
$400,000,000 on equipment since taking possession, and were 
building and equipping it to a standard far beyond its require- 
ments, far better in some respects than the New York Central, 
which runs through a great populous country. He claimed that 
President Thornton had given his approval to branches which 
his own representative had told the Senate committee were not 
now needed and which he would not recommend. The presi- 
dent has recommended it under political pressure. 

Sir James Lougheed, who had moved the six months’ hoist 
to the bills, said the enormous indebtedness incurred in the 
building up of the Canadian National system was paralyzing the 
development of the country; it was a Frankenstein which 
would destroy the financial reputation of the country in the 
near future unless some limitation was placed on expendi- 
ture. The annual deficits were now absorbing the income tax 
of the country, which was 25 per cent greater than that of the 
United States. There was no indication of economy or wise 
administration on the part of the management of the road. 
Salaries away beyond what were being paid previous of the 
accession of this government to office were being paid, and 
palatial private cars for the officers of the road were crowding 
the sidings. Unless the parliament arose to its responsibility 
the administration of the road would result in national financial 
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disaster. It was probably in answer to the many attacks which 
have been made on the management from different sources 
that Sir Henry Thornton was recently moved to broadcast to 
employes the following message: 


Do not take seriously the campaign of vilification with respect to 
certain of our officers and employes, which is being industriously pro- 
moted in certain quarters. You may rest assured that although no im- 
proper acts will be tolerated on teh part of anyone in the service, the 
administration will be equally zealous in protecting the good name of 
its officers and employes, whose only fault may have been that they 


have faithfully fulfilled their duties, irrespecive of attempted pres- 
sure.”’ 

“Certain interests are determined to vom the ultimate success 
of the people railway. By constant stirring up turmoil and bringing 
malicious charges they hope to discourage the administration, the 
officers and employes, but we are not built that way. We are not 
sensing trouble, but, on the other hand, we do not intend to run away 
from it.”’ 


CANADIAN NATIONAL INVESTIGATION 


The Trafic World Ottawa Bureau 


The Canadian National is asking for $1,500,000 for ex- 
penditure on its electrified radial lines in Ontario. It is pro- 
posed to make arrangements with the various municipalities 
through which they run whereby they will be rehabilitated and 
extended where necessary and new franchises be entered into 
on the basis of service at cost, plus six per cent. In discussing 
this project before the railway committee, some interesting in- 
formation was given by the Canadian National management 
regarding their experiments with gasoline and storage battery 
cars for short lines. They have over one hundred of such | 
routes now under investigation, and a considerable number 
under operation. Most of the cars used are storage battery 
cars, and the engineers state that the results of the operation 
are not conclusive. ia 

A member of the committee said to Sir Henry Thornton 
that the Canadian National had been criticized as being too 
highly organized, and that the handling of the smaller branch 
lines, in view of the amount of traffic, did not justify the full 
complement of train crews, and so on. To this Sir Henry 
replied that in running a passenger train over an unproductive 
branch under the working arrangements with the labor organ- 
izations, they required a driver, fireman, conductor and two 
brakemen, which was not justified, and that, he said, applied 
to every line on the North American continent. ‘Nobody has 
found any way to get around it,” he said. “When we put on 
a gasoline car, that is not within the scope of the organization.” 
The committeeman added that he thought the criticism applied 
rather to the fact that the organization had too much on its 


hands, in a big way, to pay the necessary attention to details. 
To this Sir Henry said: 





I think the criticism is incorrect. If there has been any 
criticism, I think it has been that we have too many officers 
rather than too few; but my answer to that would be,. that the 
general officers have quite enough time to give any aspect of 
the company’s business that attention it deserves, and we are 
leaving nothing undone to develop business on the branch lines, 
because obviously the more business we can get the more money 
we make. We are trying to build up our gross earnings. One 
month last autumn our gross was $25,000,000, and we earned 
$5,000,000 net. Any month we can get $25,000,000 gross we can 
repeat that net earning. 


To a suggestion of the chairman, that if they cut down 
expenses they would have the same net result, Sir Henry 
replied: “You cannot cut expenses below a certain point. If 
you have a station you have to have an agent there, whether 
you do $100 or $5,000 worth of business, and there comes a 
point below which you cannot get rid of expenses. Our chief 
and only problem is the business of gross earnings.” 

Mr. Henry, of the engineers’ branch of the railway, said 
that the result of the experience of the past three or four. 
years was that for cars to carry over 40 passengers, the electric 
storage battery car was the most suitable and reliable of any 
of those used. They are now investigating the possibilities 
of the Diesel electric car. Where smaller units are desired, 
cars driven by gasoline are fairly satisfactory and are easily 
the cheapest to operate, but the field for this equipment seems 
to be more or less limited because of its light weight. 

“We have effected some very substantial economies,” he 
said, “through the use of motor coaches in place of steam 
trains on branch lines and light main lines, but there would 
be a small proportion of the units that could be used to eco- 
nomic advantage. We have now on order six battery cars, 
with a capacity of slightly over 50 people each, costing a little 
over $40,000 each. We think we ought to increase the number 
of these cars. There have been a number of gasoline propelled 
cars on railways in the United States, but they have not been 
very successfully operated.” 

Answering the criticism of those not favorable to govern- 
ment ownership, that the new policy has been to “get a lot of 
people into good salaries,” and that salaries have increased 
on the Canadian National 36 per cent in the higher positions 
and only four per cent in the lower, Sir Henry said that the 
rates of pay of the bulk of the employes was determined by 
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negotiations with 
said: 


the heads of the labor organizations. He 


When you come to the higher paid officers in the organ- 
ization I am safe in saying we have no more general officers 
and they are no more highly paid than on the average. Our 
higher officers generally do not receive as much as similar offi- 
cers on the first-class railways in the United States, So far as 
I have been able to find out, we are certainly no higher, and in 
many cases are below, the Canadian Pacific. We pay our vice 
presidents a sum which is less, correspondingly than officers who 
do not do as much work, on either the New York Central or 
Pennsylvania. The increase of $254,000 in general expenses last 
year represented expense in connection with moving around and 
establishing the new general staff, which will not have to be re- 
peated. Our percentage of expense to gross revenue 1S substan- 


tially the same as that of all the standard railways on this 
continent. 


The salaries of general officers, who do not work eight, but 
if necessary 24 hours a day, have not been increased anything 
like in proportion to the wages of engineers, firemen, and other 
similar employes. The railways on this continent have been 
much more liberal in the increases which they have given to 
wage earners than in salaries to officers. I have not had one 


request for increase in salary from any officer of the Canadian 
National. 


Mr. Robb, vice-president of the Canadian National, has been 
telling the railway committee of Parliament some of the ex- 
periences of the system with radio, and its benetfis. The com- 
pany has established broadcasting stations at Montreal, Ottawa, 
Toronto, Winnipeg, Regina, Calgary and Edmonton. At each 
concert a ten-minute talk is given “so worded as to bring the 
Canadian National into prominence, and keep them in the pub- 
lic mind.” Radio sets have also been installed on thirteen 
transcontinental trains and in many of the hotels of the system. 
Thousands of letters are received following the concerts, from 
all over Canada and the United States. Mr. Robb gave an 
instance of a radio fan—a large shipper—who was so pleased 
with the enterprise of the Canadian National that he trans- 
ferred his business to it. He said the Canadian National was 
the first railway to fit up its trains with radio for the public, 
and when the.Pennsylvania heard of it they sent a representa- 
tive over for data, and were now fitting up trains and broad- 
casting to employes. Other roads were doing the same. 

That the Canadian National Railways would cut down the 
price of dining car service to the travelling public if they 
could get their competitors to agree to it was intimated by 
Major Bell, deputy minister of Railways during a discussion on 
Canadian National hotels and dining cars. Criticism was made 
by some members of parliament of the high rates charged, 
which tended to discourage patronage and produce the de- 
ficits in such services. 

In discussing the question of lost and damaged freight, in 
the Canadian National accounts, a reduction was shown for 
last year which was said to be the result of greater care. Mr. 
Henry, an official of the road, informed the accounts com- 
mittee that the Canadian National was specializing in this, and 
he thought they had the lowest record in 1923 of any railroad— 
$1,343,027, as compared with $1,513,176 in 1922. “We have meet- 
ings from time to time,” he said, “with the various men con- 
nected with the handling of freight, indicating to them just 
what precautions ought to be taken, and what the failure to 
follow such precautions results in.” 


CANADIAN MARINE REPORT 


The Trafic World Ottawa Bureau 

The Special Committee on Canadian Merchant Marine has 
reported to Parliament making some important recommenda- 
tions. It stated that, from an examination of the operating 
statements of the company, for the year 1923, it noted an im- 
provement in the net results, and was impressed with the state- 
ment of President Thornton that during the coming year the 
position will be further improved: It unanimously recom- 
mended the passing of the estimates asked for, $900,000 for the 
coming year. 

Dealing with the West India service, the report said, it 
was felt that the passenger and freight business, between Can- 
ada and the West Indies, could be largely and profitably in- 
creased if modern vessels with cool air and cold storage facili- 
ties could be provided for the accommodation of bananas and 
other fruit, which could be marketed in Canada through direct 
importation via Canadian ports, rather than through United 
States ports, as at present, but that this business could not 
be secured without steamers of greater speed and with proper 
cold storage facilities. It was also believed that considerable 
passenger traffic could be built up. It accordingly recommended 
that the government investigate the possibilities of improving 
the service along the lines suggested. 

It also recommended that a new steamer for the Alaska 
service would be advisable more fully to develop and protect 
the interests of the Canadian National Railways. 


—e with the service to the United Kingdom, the report 
said: 


The committee was considerably impressed by the evidence 
adduced that large quantities of chilled beef, 4,600,000 quarters, 
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were imported into Great Britain in 1923, of which only 568 
quarters were imported from Canada. The Canadian Government 
Marine have only four vessels on the Atlantic service between 
Canada and the U. K. with refrigerating accommodation for 10,265 
cubic feet each, while vessels in the Argentine trade have refrig- 
eration capacity from 15 to 30 times as great. The committee 
urges the very serious consideration of the government the desir- 
ability of investigating the possibilities of this trade for Canada, 


The Atlantic-Pacific service via Panama “is considered an 


essential service.” With regard to the Great Lakes service, the 
report said: 


The evidence indicates that over 11,000,000 bushels of grain 
were handled in 1923 with a resulting operating profit to the ves- 
sels, but the type of construction of the vessels of the C. G. M. M. 
is such that they cannot economically compete in this trade dur- 
ing normal conditions. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 
Car loadings for the week ended June 28 show a decline 
from the previous week of 1,794 cars. Grain loading increased 
both east and west, but pulpwood, pulp and paper and other 
forest products all showed decreases. Ore shipments in the 
east fell off 434 cars and merchandise and miscellaneous freight 
also decreased in the east. Compared with the corresponding 
week last year car loadings were greater by 3,065 cars. 
CARS OF REVENUE FREIGHT LOADED ON CANADIAN RAIL- 


WAYS. 
Total for Canada. 


For the Week Ended 

















1924 
June 14, June 21, June 28, 

Commodity. Cars. Cars. Cars. 
WESIN GME Brain Products. oo... cc cwcwcses 9,149 9,433 9,626 
GE SINNER. 53554 chr ores ere ene ainiivere- 3 KO rece acon 2,021 2,114 2,060 
Nh Bt eh cch gs 5. ay ag it er tna nce Gh eign ne Aviad aC 4,945 5,128 ° 4,978 
MIN ORY fos alias oro rig. Saw asieiaes fal RAO Re Lary aretaaLee ca etOES 251 166 203 
NE 68 aire: axen 5, ecat bi osgt erederaiat# €: 8-506 Sheidieiel Kent ratole 3,933 3,904 4,104 
I isp ile Chal ahem e/oWis wmieanelal cha, eierwm 2,445 2,515 2,333 
SR SNOW RO ag or oro eieinieid mr ewidve suninceionnle 1,982 1,908 1,521 
Other forest PTOGUuCtS.. ......cccccvccecvens 2,364 2,700 2,593 
NN orale a alae ak aS ald oe aoe Sew em nen emonere 1,599 1,811 1,408 
averse, Be C. Bice cies cccivnwvicnsees 15,781 16,139 15,834 
RNONEEIOS, Go eraser or ace at oiSiorohie el ana ecerpieaecnae 13,355 13,481 12,845 

MERE (COPE TMG ios cs cacienaicaeee 57,885 59,299 57,505 
Total cars received from connections... .29,533 31,104 30,764 
Total cars loaded for corresponding week 

RU Decca tavernas on apes tine alana one ace for etere 56,640 55,630 54,440 
Cumulative loading to date—1924... cc ccccccccccvsccccese 1,401,236 

I als srdiaraliy oer nares siete slo 1,287,265 
Eastern Canada. Western Canada. 
—————-For the Week Ended——————_ 
June June June June June June 
14, 21, 28, 14, 21, 28, 

Commodity. Cara. Cara. Cars. Care, Cara. Cara. 
Grain and grain prod- 

MONI Sopa lcons saicerecahexsieraress 2,664 2,404 2,492 6,485 7,029 7,134 
rere 1,119 1,181 1,174 902 933 886 
3) ae eae eee 4,068 4,368 4,202 877 760 776 
IONE iain dararacnares wre oiet 251 164 203 wits 2 eeee 
eer roe. 2,992 2,883 3,030 1,001 1,021 1,074 
PRIPWOOE noc ksccwsace 2,301 2,370 2,210 144 145 123 
Pulp and paper...... 1,814 1,805 1,413 1,168 1,103 1,108 
Other forest products. 1,183 1,313 1,319 1,161 1,387 1,274 
ee ee eee ,104 1,356 922 495 455 486 
Merchandise, L. C. L..11,800 12,243 11,802 3,981 3,896 4,032 
Miscellaneous ........ 10,905 10,767 9,955 2,450 2,714 2,890 

Total cars loaded...40,201 40,854 38,722 17,684 18,445 18,783 
Total cars received 

connections ....... 27,224 28,807 28,173 2,309 2,297 2,591 
Total cars loaded for 

corresponding week 

MS odie scsi eve eles evans ,700 40,697 40,965 14,940 14,933 13,475 


CANADIAN RAILWAY STATISTICS 


The Trafic World Ottawa Bureau 

The monthly statement of operating revenues, expenses and 
statistics of Canadian railways, for April, has just been issued. 
It shows that the railways as a whole not only had a seasonal 
decline in freight traffic, but revenue ton miles also showed a 
decrease from April, 1923, of 7.6 per cent and freight revenues 
were less by $2,225,115, or 8.5 per cent. Passenger traffic was 
16 per cent heavier and passenger revenues increased $606,161, 
or 10.3 per cent. Total revenues decreased $1,303,883, or 3.6 
per cent. Operating expenses were reduced $677,374, or 2.1 per 
cent, notwithstanding substantial increases in maintenance ex- 
penses, mainly by a reduction of $1,344,710 in transportation 
expenses. The reduction in net operative revenues was $626,- 
508 and the operating ratio increased from 88.57 to 89.95 per 
cent. 

Grain loading declined the first two weeks in April, but 
picked up after the opening of navigation. Pulpwood showed 
a marked seasonal decline, and coal loading was cut in two by 
labor troubles. The above, with a reduction in United States 
freight coming into Canada, were the chief factors in the re- 
duced tonnage. 

There was practically no change from last year in the total 
pay roll and number of employes, and the same was true of 
average net ton per train and per car. Passengers per train 
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increased 10 per cent and passenger train reveuue per train 
mile increased 5 per cent. The net operating revenues and 
operating income for January to April were still well above 
those for 1923, being $12,053,072 and $10,674,437, respectively, 
as against $4,849,533 and $4,482,982 for 1923. 

On Canadian National Railways freight revenues were 
$1,649,389 or 12.9 per cent less than April, 1923; freight traffic 
was 15.5 per cent lighter. Passenger traffic was 21.5 per cent 
heavier and passenger receipts were $305,106 or 12.1 per cent 
greater. Maintenance of way and structures expenses in- 
creased $87,614 but maintenance of equipment expenses were 
reduced $212,572 or 5.3 per cent. In the four months, January 
to April, a saving has been made in maintenance of way and 
structures of $1,396,665, in maintenance of equipment of $254,449 
and in transportation expenses of $3,041,982. There was a sav- 
ing of $4,360,895 in total expenses on the Canadian lines and. 
of $4,171,819 on the whole system. 

With the total revenues reduced by $1,156,661 or 6.7 per 
cent and operating expenses by $957,199 or 5.9 per cent, net 
revenues were less by $199,461 and the operating revenue was 
increased from 94.49 per cent in April, 1923, to 95.33 per cent. 
With lighter traffic the average load per train decreased 26.8 
net tons and the average load per car, 1.5 tons. 

On the Canadian Pacific, freight traffic was heavier than in 
April, 1923, by 7.8 per cent, but freight revenues decreased 
$54,574 or .6 per cent. Passenger traffic increased 13.3 per 
cent and passenger revenues increased $247,637 or 10 per cent. 
Total revenues increased $274,103 or 2.1 per cent. 

Operating revenues increased $366,144 or 3.2 per cent, 
mainly due to larger expenditures on maintenance of way and 
structures and equipment. For the four months maintenance of 
way and structures increased $1,436,993 over 1923 and main- 
tenance of equipment $1,668,403, but a saving was effected in 
transportation expenses of $690,445. Total operating expenses 
increased $2,482,830; but revenues increased $4,033,499, increas- 
ing the net operating revenues $1,550,768 and the operating in- 
come $1,057,853. Pay roll for the month increased $391,867 or 
5.9 per cent, with an increase in number of employes of 3,147 
or 5.5 per cent. Train loading increased 48.1 net tons, and 
freight train mileage was reduced notwithstanding the increase 
of 8.3 per cent in tonnage moved. 

SUMMARY. 
For Four Months, January, February, March, April 
All Railways. 

















1924. 1923. 
Operatine TOVERMES. 2.6.06. .wwcees $137,842,334.30 $132,263,471.03 
Operating ECEMCTSER ...< 1.6500 ccesee 125,789,262.02 127,413,937.27 
Net operating revenues............ 12,053,072.28 4,849,533.76 
OpCTretins TMICOMIC 6 o.cccss 6 caw cswws 10,674,437.19 4,482,982.32 
Canadian National Railways. 
Operating Revenues— 
ae re $ 63,470,950.72 $ 62,270,708.95 
Unmicead Btates TNes..:. 6... ccc 12,362,770.28 12,474,467.55 
TOREE oe ha sne Siw eceaisine Heeee aa Ppemeee mace $ 74,745,176.50 
Operating Expenses— 
RINE, SINNED cu. 6.405. is ose sees 62,073,473.22 66,434,368.86 
United States Wes... . 0.5... 6 9,949,112.09 9,760,036.08 
ee oats Meares, Od $ 72,022.585.31 $ 76,194,404.94 
Net Operating Revenue— 
Comme TOS oc. ci bh bh 1,397,477.50 *4,163,659.91 
United States limes... ......5 6626. 2,413,658.19 2,714,431.47 
TU Staessen a iotar ease se xa ia anwiadecevaehine $ 3,811,1385.69 *$ 1,449,228.44 
Operating Income 
OMOENED TIC ois 6sdieedntawexs 1,665,952.96 *3,529,276.34 
WMted Btates TMOG... ose cece 361,707.95 314,647.73 
OTM | eracontiic ere @iclenatonpv bie selgens aes $ 2,027,660.91 *$ 3,214,628.61 





*Decrease. ‘ F : 
Canadian Pacific Railway. 


Operating: TOVONUCE: 222.08 6 ieewcsees $53,979,475.44 $49,945,976.91 
OpPCrTAUINES GRPCNGES 2.0.6 ssccccocess 48,502,166.79 46,019,436.09 
Net operating revenues............. 5,477,308.65 3,926,540.82 
OPCTEEIBRS INCGMG  ..eccsiew nesses sic 6,203,965.61 5,146,112.57 





CANADIAN PULPWOOD RATE 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has delivered a 
ruling as to the legally published rate on pulpwood, in car lots, 
from Greening, Que., to Cornwall, Ont., between August 31 and 
December 1, 1923, on the application of the Meigs Pulpwood 
Company, of New York. The company was billed for 27 cars 
during that period, the first eight being at the rate of 16 cents 
per 100 pounds, and the remainder at 28 cents. They claimed 
that no notice was given of the increase in rates. The Cana- 
dian National Railway refused to make refund on the follow- 
ing grounds: 


That the tariff is applicable only on pulpwood for manufacture 
and reshipment via the Canadian National Rys. by virtue of the fact 
that on page 3 of the tariff in question is a list of mileage rates to 
44 different points in Canada, the heading of which list states that 
the rates cover pulpwood “for manufacturing and reshipment via the 
Canadian National Rys.’’ It is their contention that the _ specific 
rates shown in the same tariff, commencing on page 9, to six 
}oints, including Cornwall, are simply a reproduction of the mileage 
rates “for the information of their agents;’’ that therefore a heading 
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covering the mileage list also applies to the specific rates published 
in the same tariff and that, inasmuch as the wood was not manu- 
factured at and reshipped from Cornwall, via the Canadian National 
Rys., although delivery was actually made and accepted at Cornwall, 
ol aa rates listed in the tariff were not applicable to this 
traffic, 


The shippers claimed there was no publication of the 
change and that they had been shipping to the point mentioned 
for six years, the rates having always been assessed on the 
basis of the published tariffs. The judgment of the board was 
that the lawfully published rate was as contended by the ship- 
pers, and that the rate was not restricted to shipments “for 
manufacturing and reshipment via Canadian National Railways.” 
The judgment stated: 


The board has already in a number of cases made rulings re- 
garding the construction to be placed on provisions contained in rail- 
way tariffs to the effect that tariffs are to be construed with strict- 
ness and the language and not the intention of the farmers is the con- 
trolling factor. 


ASK INTERNATIONAL INQUIRY 


The Trafic World Washington Bureau 


A dispute between the Canadian National Railways and 
their United States connections, as to the proper division of 
existing joint commodity rates on sand, from Sherks, Ont., to 
destinations in New York and Pennsylvania, has caused Carroll 
Brothers, of Buffalo, owners of sand deposits at Sherks, to 
suggest a joint investigation by the Canadian and United States 
commissions. The request was prompted by the filing, by the 
Canadian National Railways, of supplement No. 16 to its I. C. C. 
No. E-140, effective July 18. That supplement contains items 
canceling the present joint rates on sand, except to Suspension 
Bridge, N. Y. The protesting sand men said the supplement 
purported to cancel the commodity rates, except to Suspension 
Bridge, and leave no rates in effect, except the one to Suspen- 
sion Bridge. 

The protestants asked for the suspension of the supplement 
and the joint investigation hereinbefore mentioned on the ground 
that the effect of the cancellation supplement would not be to 
cancel all rates on sand, but merely to cancel the commodity 
rates and leave in effect the sixth class rates. They said the 
class rates would be left in effect because the Grand Trunk, 
the branch of the Canadian National Railways handling the sand 
traffic, was a party to various tariff publications naming joint 
class rates from Sherks to points in New York and Pennsyl- 
vania. They said sand would be one of the commodities subject 
to sixth class because the Grand Trunk was also party to Con- 
solidated Classification No. 3, rating sand, in bulk, at sixth class, 
40,000 pounds minimum. They said it required no argument to 
demonstrate the unreasonableness of sixth class applied to sand. 
In their exhibit they pointed out that the effect of the proposed 
cancellation would be to increase a rate of $1.39 per ton, now 
in effect from Sherks to Attica, N. Y., to $5 per ton and a 
rate of $2.27 from Sherks to Green Ridge, Pa., to $7.40. 

Two investigation and suspension proceedings have been 
had concerning the rates in question. The first was I. and S. 
No. 1864. In that case the Commission found the increases pro- 
posed had not been justified and required the carriers to cancel 
the schedules, 83 I. C. C. 460. The schedules in that case pro- 
posed to increase the $1.39 per ton rate from Sherks to Attica 
to $1.70 per ton. In that case the Commission said the Grand 
Trunk expressed its willingness to continue the existing joint 
rates if the United States lines would accept, in each case, the 
excess over 70 cents, as their divisions. In other words, it said, 
the Grand Trunk conceded that the existing rates were just 
and reasonable and that the only excuse for proposing increases 
was the inability of the lines to agree upon divisions, which was 
ne reason for increasing rates, the Commission had said. 

The second case was initiated March 6, 1924, in I. and 8S. 
No. 2055. When the Commission set a hearing at Buffalo, April 
2 last, the respondents did not appear. No justification having 
been offered, the Commission, May 9, ordered the schedules can- 
celed not later than May 9. 

The protestants did not undertake to say which of the 
parties to the dispute was at fault. It merely suggested that, on 
account of the “grave consequences” threatened by the attitude 
of the Canadian National Railways and its American connections, 
the joint inquiry be had. A copy of the protest was filed with 
Tra W. Gantt. general freight agent of the Canadian National 
Railways, in Buffalo, as required by the rules of the Commission. 





CANADIAN COAL RATE SUBSIDY 


There is contained in the supplementary estimates, just 
brought down in Parliament, the sum of $290,000 “to provide for 
assistance in transportation of Canadian coal to central Canada 
by payments to railway companies, under regulations to be ap- 
proved by the goveror in council.” The purpose of this is to 
advance to the railways from the national treasury the sum of 
one-fifth of a cent per ton mile on all coal hauled from Nova 
Scotia or Alberta to Ontario points. It will mean, for example, 
a reduction of $1.40 per ton on coal from the average shipping 
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point in Nova Scotia to Montreal. The market for Nova Scotia 
coal, which is now limited to Montreal and vicinity, should 
be extended to nearly as far west as Toronto, and from Quebec 
over the Transcontinental to points on the Temiscaming and 
Northern Ontario Railway. It will apply mainly to Nova 
Scotia coal, as it is felt that the Alberta coal is too far away 
to derive much benefit. It is looked on as the inauguration of a 
most important policy in the line of securing the Ontario mar- 
ket for Canadian coal and the carriage of the same for Cana- 
dian railways. 


CANADIAN NATIONAL EARNINGS 


Canadian National earnings, for the nine days ended June 
30, were $6,231,961, a decrease of $135,928 compared with the 
corresponding period in 1923. Canadian -Pacific earnings, for 
the ten days ending June 30, were $4,669,000, a decrease of 
$13,000. 


A a 


Personal Notes 
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N. E. H. Allen has been made traveling freight agent of 
the Transmarine Lines at New York. 

Ray A. Minkler Company, public traffic managers, Los 
Angeles, are acting as distributing agents for the Intercoastal 
Steamship Freight Bureau’s Westbound Conference Tariff No. 
2, naming domestic class and commodity rates from conference 
loading points on the Atlantic to conference ports on the Pacific. 

F. W. Goldie has been made assistant general freight agent 
of the Pere Marquette at Chicago, succeeding F. A. Butter- 
worth, who died recently. J. E. Clarke has been appointed 
assistant general freight agent at Buffalo. E. T. Reynolds has 
been made assistant general freight agent at Detroit, J. A. 
Hewitt, general agent at Milwaukee, and C. H. Jens, north- 
western agent at Minneapolis. 

T. C. Crouch has been appointed general freight agent in 
charge of rate matters at Richmond, Va., of the Richmond-New 
York S. S. Company and the Buxton Line, Inc. H. B. Neece 
has been appointed general freight agent in charge of solicita- 
tion at Norfolk. 

William H. Skillen has been made general agent in charge 
of the newly opened traffic agency of the Boston & Maine at 
Kansas City. 

R. W. Cattermole has been made superintendent and chief 
engineeer of the Tonopah & Goldfield at Goldfield, Nev. R. S. 
Titlow has been made traffic manager and auditor at the same 
point. J. E. Peck has been appointed general agent at Tono- 
pah, and H. F. Wood, assistant treasurer, at Goldfield. W. D. 
Forster has resigned as vice-president and traffic manager. 

The railroad department of the Truscon Steel Company, 
formerly at 22 W. Monroe street, Chicago, has been moved to 
165 E. Erie street. 

V. C. Williams has been made assistant freight traffic man- 
ager of the Pennsylvania at Pittsburgh. C. T. Mackenson, Jr., 
has been made general freight agent, and William R. Cox, 
assistant general freight agent, both at Pittsburgh. 

Bruce Scott has been elected by the board of directors to 
the office of general counsel of the Burlington, filling the va- 
cancies caused by the death of Judge O. M. Spencer. Kenneth 
F. Burgess has been made general solicitor in charge of com- 
merce valuation and tax litigation. J. C. James has been made 
general solicitor in charge of other litigation. Thomas J. Law- 
less has been appointed general attorney to give special atten- 
tion to contracts and tax litigations, and Walter McFarland 
has been appointed general attorney to give special attention 
to commerce and valuation matters. 

Edward L. Parr has been appointed commercial agent of 
the Erie at Memphis, and Richard L. Murphy has been ap- 
pointed commercial agent at Seattle. E. C. Kannapell has been 
made general agent at Kansas City; Howard J. Steeple, general 
agent at Seattle, and John A. Lloyd, general agent at San 
Francisco. 


F. E. Williamson, traffic commissioner of the Buffalo Chan 
[ver of Commerce, died July 7. He was fifty-four years old. 
/ He obtained his traffic experience in the employ of the Cin- 

cinnati Southern, part of the Cincinnati, New Orleans & Texas 
Pacific, and the Standard Oil Company of Kentucky. He was 
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were: First vice-president, M. M. Emmert; second vice-presi- 
dent, T. B. Curtis; secretary-treasurer, A. J. Young. Members 
of the board of governors named were: C. E. Cotterill, P. A 
Wright, S. P. Stringfellow and H. G. King. 





The Traffic Club of Wheeling held its annual outing June 
25. Members embarked on the steamer “Senator Cordell” and 
took the trip to Cresaps Grove on the Ohio River, where ath- 
letic events were held during the afternoon. Dinner was served 
on board the steamer. The club at its annual meeting elected 
the following officers: President, P. M. Neigh; vice-president, 
A. B. Smith; treasurer, W. H. Higgins; and secretary, S. C. 
Williams. Members of the board of governors elected are: 
G. A. Blackford, J. B. Evans, J. A. Fleming, V. L. Garbesi, C. 
W. Henry, E. C. Jepson, H. B. Lockwood and H. H. Marsh. 





The Traffic Club of New York will hold its summer outing 
on the grounds of the New York Athletic Club, at Travers 
Island, Pelham, N. Y., July 17. Athletic events, including 
baseball, tennis, swimming and boating, are part of the program 
arranged. 





The Traffic Club of Chicago will hold a golf tournament at 
Kenosha, Wis., July 17. There will be a special event—play 
for the Briton I. Budd cup. 
been announced in allowing all players to choose their own 
handicaps. 





The 
Garfield 
contests 


Marion Traffic Club will hold its annual picnic at 
Park, Marion, O., July 17. A program of athletic 
has been arranged for men, women and children. 





The Indianapolis Traffic Club celebrated “C. I. & W. Day” 
at Turkey Run State Park, Thursday, June 26. Besides being 
the third featured event of the year given by the Traffic Club, 
the occasion also marked the celebration of the Golden Anni- 
versary of the C. I. & W. Railroad. Mr. Fred Zimmerman, 
president of the C. I. & W., was the guest. A special train 
carried about 350 members and guests to the park, where a 
program of various events was carried out. A country-style 
chicken dinner concluded the affair. 


/, PAN-AMERICAN RAIL LINE 


/ The Pan-American Railway Committee, created by the gov- 


/ ¢rning board of the Pan-American Union in accordance with the 


in Washington a short time after leaving the service of the/ 


oil company and before he went to Buffalo. He was chairman 
\ of the rate construction and tariff committee of the a 
\ industrial Traffic “anaes. 


. ————— 


DOINGS OF THE TRAFFIC CLUB 


The Little Rock Traffic Club will hold iis regular meeting 
ahd luncheon July 16. 
The Atlanta Traffic Club held its annual meeting June 30. 
J. W. White was re-elected president. Other officers elected 


terms of a resolution adopted by the fifth Pan-American Con- 
ference, will meet in New York, July 18, to consider, among 
other things, the proposed railway joining New York and Buenos 
Aires. At a meeting this week the committee adopted a resolu- 
tion requesting the director general of the Pan-American Union 
to obtain all available information from Latin-American govern- 
ments relative to railways in those countries. 

The Intercontinental Railway Commission, created by the 
first Pan-American Conference, recommended in its original 
report that the proposed Pan-American rail line, after passing 
through Mexico and Central America, traverse the western high- 
lands of South America until it reached southern Peru, where it 
should turn southeastward through Bolivia and Argentina. It 
was said that in recent years considerable attention had been 
given to a line passing east of the Andes and avoiding the 
mountainous regions. 


DIRECTOR OF HIGHWAY RESEARCH 


Charles M. Upham, state highway engineer of North Caro- 
lina, has been appointed director of the advisory board on high- 
way research of the National Research Council, to succeed Dr. 
W. K. Hatt, who resigned to resume his work at Purdue Uni- 
versity. 

The present board intends to continue plans already effected 
and to extend its activities so that the results of highway re- 
search may be practically applied by the states and counties 
carrying on programs of highway construction and maintenance 
and by others interested in highways. The organization has 
been extended so that each state highway department may have 
a representative on the board who will serve as a point of con- 
tact between it and the state. It is also planned to have similar 
representation from universities engaged in highway research. 

Mr. Upham, the new director, has had extensive experience 
in highway work. He received his early training with the Mas- 
sachusetts highway department and later became chief engineer 
of the Coleman du Pont road. Following this he was, for four 
years, chief engineer of the Delaware state highway department, 
when he was called to take charge of the extensive highway 
construction program in North Carolina. 








PETITIONS FOR REHEARING, ETC. 


The complainant in No. 12550, the Barrett Company vs. 
Ligonier Valley R. R. et al., has asked the Commission to 
reopen the proceedings for the taking of further testimony, or 
for reargument, 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


WAR AND FREIGHT RATES 


Editor The Traffic World: 

The political economy of war remains for the most part to 
be written. Military strife always leaves an aftermath of eco- 
nomic problems which are a travail to industrial society. One 
of the by-products of the great war for America was an in- 
crease of freight rates. We have today clamorous proposals 
tor their reduction and wild statements as to the extent of 
the increases, their effect on various industries, especially 
agriculture, and the necessity for their revision. 

The increase in freight rates during the recent war and 
in the period immediately following represented a rise from 
7.15 mills, where they had stood in 1916 and 1917, to 12.75 mills 
in 1921. In 1923 they stood at 11.16 mills. At the highest 
point they were, therefore, 78 per cent above the pre-war level 
and they are now approximately 55 per cent higher than they 
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were before the rise began. Such an increase was much more 
moderate than the rise of prices and of wages. It would prob- 
ably have caused no great amount of surprise or discussion 
had it not been for the fact that in the twenty years from 
1897 to 1917 public regulation and the ever-increasing efficiency 
of railway technique and management kept rates at a constant 
level. In this same twenty years prices rose until they were 
two and one-half times as high at the end of the period as 
they had been at the beginning. 

It is inevitable that freight rates should rise as a result 
of the economic factors which come into operation in a period 
Governments have great need at such times for 
materials with which to carry on the war. Production must 
be stimulated to the utmost; therefore, the government offers 
high prices for materials, both to stimulate production and to 
outbid private individuals who desire the products of industry 
for their own use. When prices are rising and production is 
large, profits are always high. This makes an active demand 
for labor and so tends to raise wages. The increased demand 





on the part of the state for food, clothing, and other commodi- 
ties soon raises the cost of living and thus gives moral support 
to a higher wage scale. The demand for capital, too, with 
which to expand the facilities of production increases at such 
times. This raises the rate of interest. When materials, wages 
and interest rates have all risen, the revenues of railroads 
are no longer sufficient to cover their operating expenses and 
rates must be raised, even though they are subject to public 
control. Just how the increase in rates under public control 
compares with that which o¢curs when it is left to the judg- 
ment of the railway managers is illustrated by a comparison of 
rate increases during the Civil War with those which we made 
in this country between 1918 and 1921. 

The average revenue per ton-mile received by the railroads 
of the country for a given year is the best measure of the 
actual return to the roads for the services performed. It is the 
average charge of the railroad companies for moving one ton 
of freight through a distance of one mile, It may not repre- 
sent the amount per ton-mile for a single road or for a single 
commodity nor even for a single commodity on a particular 
road. Nevertheless, this unit of measure has the great advan- 
tage of giving the average charge for the services performed. 
Revenue per ton-mile on a given road depends on the relative 
quantities of each class of commodity moved and, in great 
measure, on the volume of traffic and on the expenses of opera- 
tion of the road being considered. Average revenue per ton- 
mile for the country is obtainable since 1867 only in the New- 
comb report, published in 1901.* The use of Newcomb’s av- 
erages is impaired by the fact that no statistics of commodi- 
ties that make up the traffic are available until 1899. In addi- 
tion, these statistics are wanted for the Civil War period. 

The reports of the railroad commissioners of the state of 
New York are the only available figures giving the average 
revenue per ton-mile and complete commodity statistics for 
the Civil War period. These rates are shown in the chart. 
It will be seen that the agreement between the rates for New 
York state during the Civil War and the rates for the United 
States during the World War is very close. The railroads 
entering New York state carry over one-fourth of the traffic 
of the United States and seem, therefore, to be an adequate 
“sample.” That average revenue per ton-mile for the roads 
operating in New York state is representative of that average 
for the United States may be seen by comparison of the indices 
for New York in the period 1916 to 1922 with the indices for 
the United States during the same period. The fluctuations 
are almost exactly the same in each series. 


INDICES OF 


AVERAGE REVENUE PER ieee REVENUE PER 


TON MILE N MILE 
(Cents) (1921 = 100%) 
N. Y. State United States N. Y. State United States 
) | ee 0.667 0.716 53 56 
| 0.833 0.715 66 67 
. 1.052 1.052 83 83 
ee 1.269 1.275 100 100 
ae 1.175 1.7 93 92 


During the Civil War period railroads entering New York 
state formed an even greater part of the transportation system 
of the country, so that the change in rates in that state would 
amply measure the change in rates for the whole country. In 
the table below and in the accompanying graph is given a com- 
parison of the transportation rates during the Civil War and 
the World War: 


INDICES OF 
AVERAGE REVENUE PER AVERAGE REVENUE PER 
TON MILE 


TON MILE 
(Cents) (1865 = 100%) (1921 = 100%) 
United 

N. Y. State United States States 
a oe 2.09 ae 0.7 916.... 56 
1088 ....... 2.14 ; 0.715 1918.. 67 
WN s.6<:s0% 2.60 1920..... 1.052 1920.. 83 
3.25 .. 1.275 oe 
ee 2.85 _. 1.177 1922.. 92 
) AER 1.70 
1875.. 0 
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* Changes in the rates of charge for railway and other transporta- 
tion services, U. S. Department of Agriculture. 
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Both 1860 and 1916 were pre-war years, while both 1866 
and 1922 were post-war years. The agreement between the two 
series is striking. During the Civil War, rates were unregu- 
lated, so that transportation prices coincided in their rise with 
the prices of other commodities. During the World War, regu- 
lation prevented transportation prices from reaching their peak 
until after the end of the war in 1921. Regulation of prices 
during the late war had a similar effect on the course of prices 
of “all commodities,’ which reached their peak after the war 
years were over, although earlier than transportation prices. 

The advance from 1916 to 1921 throughout the country com- 
pares very closely with the advance in New York state from 
1860 to 1865. We see in both series the beginning of the de- 
cline—from 100, in 1921, to 92, in 1922; from 100, in 1865, to 
88, in 1866. The New York state figures continue to decline 
until, in 1900, the rate is but 19 per cent of the rate for 1865. 
May a similar decline in the rates for the country be expected 
within the next thirty-five years? 

The question leads to an examination of the causes for the 
lowering of the charges in New York state in the years men- 
tioned. A study of the traffic figures leads to the conclusion 
that, prominent among the causes of the lower revenue per 
ton-mile is the qualitative changes in traffic that took place after 
the Civil War. In their early years the roads transported freight 
of great value compared with its volume and on this freight 
high rates per ton-mile could be charged. Manufactured prod- 
ucts and merchandise could move on high rates. Low-class 
bulky products, such as the products of mines and forests, could 
move at low rates or not at all, and, in any case, for relatively 
short distances. . 

Early traffic figures show,} in all cases, that by far the 
highest proportion of the total traffic consisted of high-grade 
commodities moving at high rates. All bulk products were car- 
ried by water, on the canals and rivers of the country. As the 
roads built up their traffic, eastbound freight was from three 
or four times the volume of westbound freight. On a road 
which carries the greater proportion of its tonnage in one di- 
rection, the freight charges must be so fixed that the tonnage 
in that direction pays for hauling the cars both ways. About 
1870, William P. Shinn, railroad manager and civil engineer, 
found that “upon a road upon which the average cost of trans- 
portation was 16 mills per ton-mile, it would be more profitable 
to carry return freights at 5% mills per ton-mile than to haul 
empty cars on the return trip.” 

The roads were thus able to include larger and larger pro- 
portions of coal and mineral products at rates that were at- 
tractive to the movement of such commodities. The result was 
a decrease in the average revenue per ton-mile. 

The tons carried, as reported by the railroad commissioners 
of the state of New York, are as follows: 


TONS CARRIED—NEW YORK 


Prod of Prod. of Vegetable OtherAgri. Manu- Merchan- 
Year Forests Animals Food Products factures ise 
1860.... 3,734,424 895,519 1,103,640 143,219 511,916 783,811 
1865.... 527,299 1,345,361 1,220,500 392.037 732,661 1,146,286 
1870.... 1,481,056 1,539,425 3,557,363 709,303 1,650,597 2,070,448 
1875.... 1,849,415 1,773,912 4,184,923 1,121,068 2,177,213 2,344,128 

Other Other 

Year Articles Total Year Articles Total 
1860 ..... 930,244 4,741,773 (2) Se 9,088 827 20,572,212 
1865 ..... 2,024,708 7,388,852 iy re 17,468,902 31,019,561 


PERCENTAGE CLASSIFICATIONS—TONS CARRIED—NEW YORK 


Prod. of Prod. of Prod. of Manu- Merchan- Other 
Year Forests Agri. Animals’ factures dise Articles 
1860.... 7.9 26.3 18.9 10.8 16.5 19.6. 
1865.... | 22.8 18.2 9.9 15.5 27.5 
7.0 20.7 7.5 8.0 10.1 46.7 
ae 6.3 py 5.7 7.0 7.6 56.3 


An examination of the percentage classifications given above 
shows that, while all commodities showed great increase in 
1860-1875, the greatest increase by far was in the classification, 
“other articles,” which included products of mines. Within 
this period of years this classification increased from 20 per 
cent to 56 per cent of the total tonnage of the roads operating 
in the state of New York. Products of agriculture, manufac- 
tures, and merchandise are relatively high-rate commodities, 
while products of mines and forests are carried at lower rates 
per ton-mile. That the reduction in revenue per ton-mile was, 
in large part, due to the qualitative changes in traffic cannot 
be disputed. It is true that the classification, “other articles” 
includes commodities classified as “miscellaneous” in the Com- 
mission’s classification. But the increase in the proportion of 
commodities classified as “other articles” is so great that not 
all the increase, nor any great part of it, can be accounted for 
by increases in miscellaneous commodities carrying a higher 
rate per ton-mile. Manufactures and miscellaneous together 
form but about 20 per cent of the total tonnage of the country. 

The decline in the average revenue per ton-mile experienced 





+See Internal Commerce of the U. S., Treasury Department, Vols. 
1876, 79, 1880, 1881, 1882, 1884, 1885. Also Report of the Secretary of 
the Treasury for year ending ‘June 30, 1856. 





Vol. XXXIV, No. 2 


in the state of New York is due in great measure to the in- 
clusion in later years of enormous quantities of commodities, 
such as products of the mines, that are bulky and that have 
a low value per unit of volume. 

The effect of increases in proportion of low-rate commodi- 
ties on the average revenue per ton-mile may be shown briefly, 
yet completely, in the following table: 


UNITED STATES 


Average revenue Percentage that products 
per ton mile of forests and mines are 


(cents) of total tons carried 
EE sw clei spaisto eres Sareemn streets 1.232 42.22* 
BIR, <r grancalicsd. Stor ocesel sia airaie, nate neers 0.941 52.36* 
MD -ai6:3- 0's. cia ormrsiglnve ade aslo baieus 0.729 60.297 
Ee ee ae era cee 0.753 65.057 
MEE handicraceia: we raxdindeinecu ore oem 1.052 62.327 





* Report of the census. + Reports of the I. C. C. 

As the percentage of the products of mines and foresis 
increased we see a fairly steady decline in the average revenue 
per ton-mile until 1920. The revenue per ton-mile in 1920 in- 
creased because of increases in rates since 1910, and it is sig- 
nificant that the increase in the average revenue per ton-mile 
in 1920 was accompanied by a failling in the proportion of low- 
rate commodities. 

Whether we may expect in the next thirty-five years a de- 
cline in the average revenue per ton-mile similar to that ex- 
perienced from 1865 to 1900 would seem to depend, in large 
part, at least, on whether the proportion of low-rate commodi- 
ties can be increased further and the total traffic carried at a 
profit. It is probable that the motor-truck will move in the 
future a greater share of the commodities carried at the higher 
rates. Whether the railroads can continue to carry a greater 
proportion of the low-rate commodities with the cut in their 
revenues occasioned by the loss of the cream of their freight 
traffic is the question. If this can be accomplished without an 
increase in the rates on products of mines and forests, the 
average revenue per ton-mile should slowly decline. If the loss 
of the high-grade commodities makes necessary an increase in 
the rates on coal and lumber, it is likely that the average. reve- 
nue per ton-mile will rise, or, at least, decline no farther from 
the 1921 peak. 

Leroy E. Peabody. 

West Falls Church, Va., July 2, 1924. 





Yj KANSAS CITY SOUTHERN SUIT 


The Trafic World Washington Bureau 


The Kansas City Southern, in its petition for a writ of 
mandamus compelling the Commission to find the true economic 
value of that system, is believed by Commission valuation men 
to be seeking a decision which will require the Commission to 
depart from its theory that its only duty in making valuations 
is to find a value for rate-making purposes. The petition argues 
that there is only one value, the economic, or commercial, as 
it is sometimes called, and that that is to be ascertained by 
the application of the rule observed in condemnation cases. In 
behalf of the company it is asserted there is no such thing as 
value for rate-making purposes. 


Another phase of the suit is the demand for a separate 
report on “other values” and “elements of value” and a definite 
report on “original cost,” with a report and analysis on the 
methods by which the single sum final value for rate-making 
purposes was found. 


Another demand is for a report on the value of the interest 
the Kansas City Southern has in certain properties owned by 
different corporations in which the Kansas City Southern is 
interested by reason of the ownership of stock in such corpora- 
tions. That is regarded as being a further effort on the part 
of the carrier to compel the Commission to assign to the Kan- 
sas City Southern valuation, one-twelfth of the value of the 
twelve-company terminal corporation in the name of which the 
terminal in Kansas City is held and in the name of which the 
operations in that terminal are carried on. The Commission 
has taken the position that the Kansas City Southern is not 
entitled to have assigned to its valuation the value of any 
of the property of that terminal corporation, but that as the 
terminal company owns and operates the terminal, there must 
be a valuation of its property, without assigning any of that 
value to the companies that own the securities of the proprietary 
company which is also the operating company. The Commis- 
sion’s valuation men have taken the position that it would leave 
the bonds issued by the terminal company without any security, 
in a market sense, were the Commission to hold that the com- 
panies owning the stock of the terminal railroad company were 
the owners of its assets, as reasonably would be implied if 
the property of the terminal company, in the valuation cases, 
were divided into twelve parts and assigned to the companies 
owning the stock, even for the purpose of ascertaining the 
value of the stock-owning companies, for rate-making purposes. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, gublished by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Rate of Exchange Specified in Foreign Bill of Lading Specifying 
Freight Charges in Foreign Currency Held Controlling: 
(Supreme Court of Pennsylvania.) Where a bill of lading on 

a foreign shipment of wool to a western port, and from there 

by rail east, specified freight charges in pounds, shillings and 

pence, and provided “freight, if payable at destination, to be 
at the rate of $4.866 exchange,” rather than at sterling current 
rates, held such provision controlled and precluded payment at 

a lower current rate of exchange.—Pennsylvania R. Co. vs. Cam- 

eron et al., 124 At. Rep. 638. 

Bill of Lading, Specifying Freight Charges in Foreign Currency, 
Held Not to Give Right to Make Payment in Such Currency: 
Foreign bill of lading specified freight charges in pounds, 

shillings and pence, and providing that, if freight paid at des- 

tination, normal rate of exchange was to be used, held not to 
give option to pay either in American currency or that men- 
tioned in the bill.—Ibid. 

Freight Payable at Destination on Import Shipment Payable 
in American Currency: 

Freight on an import shipment, though specified in foreign 
currency, if payable at destination, is payable in American cur- 
rency.—Ibid. 

Cannot Give Judgment in Sterling Currency: 

American courts cannot give judgment in sterling currency. 
—Ibid. 

Showing Held to Establish Terminal Carrier Was Not Seeking 
to Recover for Itself Alone: 

A showing that a railroad, seeking to recover freight on an 
import shipment at the normal rate of exchange provided for 
in bill of lading rather than at current rate, had paid steamship 
at the normal rate, held to establish it was not attempting to 
recover for itself alone.—lIbid. 


Carrier’s Receipt in Full for Freight at Current Exchange Held 
Not to Preclude Recovery at Normal Exchange Contracted 
for: 

Receipt in full “of the above account” given by carrier upon 
payment of the freight on an import shipment at the current 
rate of exchange held not to preclude a recovery by it of addi- 
tional freight figured at the normal exchange provided for in 
the bill of lading.—Ibid. 


Check Given in Full Payment Should Indicate It Was So In- 
tended in Order to Have That Effect: 

A check given in full settlement of all claims and demands, 
and accepted as such, should indicate to the person receiving it 
that it intends to close all accounts in order to entitle it to that 
effect.—Ibid. 

Contracts in Violation of Commerce Act Void, and Carrier Not 
Estopped from Asserting Illegality of Payments: 

Contracts in violation of the interstate commerce act (U. S. 
Comp. St. sec. 9563 et seq.) are void, and the carrier, when 
dealing with rates, is not estopped from asserting the illegality 
of payments in contravention of the act.—Ibid. 

Statutes and Regulations of Interstate Commerce Commission 
Binding on Both Federal and State Courts: 

(Supreme Court of Mississippi, Division A.) Legislation by 
Congress under commerce clause of the federal Constitution 
(art. 1, sec. 8, cl. 3), as well as administrative orders for the 
regulation of interstate carriers adopted by the Interstate Com- 
merce Commission in pursuance of such legislation, are con- 
trolling upon both federal and state courts.—Stoner & Co. vs. 
Blocton Export Coal Co., 100 So. Rep. 5. 

Seller Prevented from Shipping to Purchaser Because of Subse- 
quent Car Service Orders Excused from Performance: 
Though it be not provided for in the contract, still, if a 

subsequent change is made in the law whereby performance 

of the contract becomes unlawful, its performance is excused. 

Under this principle, if the seller of coal is prevented from 

shipping to the purchaser because of a subsequent car service 

order of the Interstate Commerce Commission, the seller is 
excused from the performance of the contract even though the 
contract did not provide against such a contingency.—Ibid. 

Preferential Car Service Order of Interstate Commerce Com- 
mission, Construed: 

The Interstate Commerce Commission passed a preferential 
Car service order, known as service order No. 23, as amended 
July 25, 1922, regulating the furnishing of cars by interstate 
common carriers for the loading and carrying of coal, which 
put such ear service into five classes, each class constituting 
a paragraph in itself and being followed by “and subject thereto 
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in the order of priority.” Class 2 contained clauses (a), (b), 
(c), and (d), and at the end of the paragraph constituting class 
2 there was this language: “Note.—It is not intended by this 
paragraph to give any priority as between clauses (a), (b), 
(c) and (d) hereof.” Held, that the language at the conclusion 
of each of said five classes, “and subject thereto in the order 
of priority,” meant that each class stated in said car service 
order was to be given priority in the furnishing of cars over 
those classes following in numerical order, and that the note 
attached to class 2 was controlling as to the clauses in said 
class, and therefore there was no priority as between clauses 
therein (a), (b), (c) and (d).—Ibid. 
Measure of Damages for Failure to Deliver Stated: Purchaser 
Not Required to Buy Elsewhere: 


A purchaser of coal, in order to recover for the loss suffered 
by him on account of the failure of the seller to ship such 
coal according to contract, is not required to go out into the 
market and supply himself with the coal which the seller had 
failed to ship according to contract, but had the right to treat 
the contract as breached by the seller, and the measure of 
the purchaser’s damages is the difference between the contract 
price of the coal and the market price at the time and place of 
delivery.—Ibid. 


Demurrage Chargeable for Unlawful Detention of Cars in Un- 
loading Freight Attributable to Fault of Consignee: 
(Supreme Court of Oklahoma.) A railway company has 

the right, under supervision of the Corporation Commission, to 

charge demurrage for the unreasonable detention of its cars, in 
unloading freight, where such unreasonable detention is attrib- 
utable to the fault of the consignee.—Atchison, T. & S. F. Ry. 

Co. vs. Johnson, 225 Pac. Rep. 939. 


Want of Notice to Assignee of Arrival of Freight No Defense 
Against Recovery of Demurrage: 


It is no defense to an action for the recovery of demurrage 
that the defendant, after the shipment was made, obtained the 
bill of lading, and is the owner of the freight, and had no notice 
of the arrival of the freight, where due notice was given to 
the original consignee as provided by the terms of the bill of 
lading. By obtaining the bill of lading and accepting the freight 
thereunder, the defendant assumed the liability as well as ac- 
quiring the rights of the consignee under the bill of lading.— 
Ibid. 











Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Language of Exhibit Supersedes Conclusions Alleged: 

(Circuit Court of Appeals, Second Circuit.) Where there 
is an allegation in a pleading as to the legal effect of a written 
instrument, and the written instrument is itself attached to 
the pleading, the language of the written instrument itself 
supersedes the pleader’s conclusions, either of fact or of law.— 
Vital et al. vs. Kerr; Bigio vs. Same, 297 Fed. Rep. 959. 


Liability of Initial Carrier Stated: 

In the absence of statute or any contract or usage to the 
contrary, or any partnership agreement between connecting 
carriers or joint contract for transportation, the liability of the 
initial carrier, although the goods are marked for a point be- 
yond its line, teminates when it transports the goods to the 
end of its line and delivers to a connecting carrier, to be trans- 
ported to destination.—Ibid. 


Statute Amending Interstate Commerce Act, Held Immaterial 
as to Foreign Shipment: 

Act June 29, 1906, amending interstate commerce act 
Feb. 4, 1887, (Comp. St. sec. 8563 et seq.), does not affect the 
liability as between connecting carriers, where the shipment 
was from outside the United States to a foreign country, and 
simply involved a transshipment at New York, without any 
carriage of the goods from one state through another state of 
the United States.—lIbid. 

Steamship Line Held Not to Have Authorized Another Line to 

Act as Agent in Making Contracts: 

In suit for damages for failure to transport shipments, evi- 
dence, including writings, held not to show that respondent 
authorized another steamship line to enter into contract of 
shipment in its behalf.—Ibid. 

Subcontracting Steamship Line Held Not Liable to Shipper: 

Where steamship line from Haiti to New York controlled 
routing of coffee under contract with shipper, a line from New 
York to Europe in carrying shipments acted only as a sub- 
contractor, and was not liable to a shipper for damages for 
failure to transport from New York.—Ibid. 
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Payment of freight Brokerage Not Inconsistent with View that 

No Agency Existed: 

The fact that a steamship line from New York to Europe 
paid freight brokerage to a steamship line from Haiti to New 
York was not inconsistent with the view that the line from 
Haiti was the agent of a shipper from Haiti, and not an agent 
of the steamship company.—Ibid. 

Acts and Declarations of Parties Not Shown to Prove Meaning 
of Clear Contract: 

Where a contract is in writing, and is clear and definite 
in its terms, the acts and declarations of the parties cannot be 
shown to prove that the contract means something different 
from what it states.—Ibid. 

Interpretation by Parties Admissible in Construction of Am- 
biguous Contract: 

Where the meaning of a written contract is not clearly ap- 
parent on its face, but is more or less ambiguous, the inter- 
pretation given to it by the parties themselves, as shown by 
their acts, will be adopted by the court, and to this end not 
only the acts, but the declarations, of the parties may be 
considered.—Ibid. 

Agency Presumes Degree of Subordination: 

Agency presumes a degree of subordination on the part of 
an agent to the principal.—Ibid. 

Action Lies Against Undisclosed Principal on Agent’s Contract: 

Where an agent makes a contract for an undisclosed prin- 
cipal, a right of action exists against the principal, although 
its name in no way appears on the face of the contract.—Ibid. 
Undisclosed Principal. Liable, Whether Contract in Writing or 

Merely Oral: 

If the contract is not under seal, an undisclosed principal 
is liable, whether the contract is in writing or —— oral.— 
Ibid. 

Agency Must Be Shown by Satisfactory Evidence: 

In actions involving liability of undisclosed principals, the 
fact of the agency must be shown by satisfactory evidence.— 
Ibid. 

In Absence of Agent with Authority, There Is No Principal: 

If there is no agent with authority, express or implied, there 
can be no principal whom he represents, and whose business 
he transacts or manages.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing’ Co.) 





LOSS OF OR INJURY TO GOODS 


Appellate Court Cannot Weigh Evidence Where Substantial Part 

Was Oral: 

(Supreme Court of Kansas.) Although a large part of the 
evidence covering the principal issue of fact was in writing, 
such as depositions, affidavits, and the like, an appellate court 
cannot disregard the verdict of the jury thereon and determine 
for itself the preponderant weight of the evidence, when a sub- 
stantial part of it was oral and the credence to be given thereto 
had to be determined from the apparent candor and character 
of the witnesses whom the jury had an opportunity to see and 
hear, which advantage is necessarily denied to the court of 
appellate review.—Nelson vs. Union Pac. R. Co., 225 P. Rep. 
1065. 

Evidence Held to Sustain Jury Finding as to Wheat Lost in 

Transit: 

Record examined, and held, that the Plaintiff’s evidence 
so completely supported his cause of action as to give neither 
opportunity nor justification for a court of appeal to disturb 
the jury’s verdict and judgment based thereon.—Ibid. 

Claim for Loss of Wheat in Transit Presented by Plaintiff's 

Commission Agent Held Sufficient: 

A claim for loss of wheat in transit presented by plaintiff’s 
commission agent and consignee was as effective as if pre- 
sented bv the principal in propria persona.—lIbid. 

Market Reports Contained in Familiar Periodicals Held Ad- 
missible: 

Rule followed that market reports contained in familiar 
periodical publications are admissible in evidence for whatever 
they may be worth.—Ibid. 

CARRIAGE OF LIVE STOCK 
Permitting Plaintiffs to File Reply at Conclusion of Their Evi- 
dence Held Not Error: 

(Supreme Court of Oklahoma.) At the conclusion of the 
plaintiff’s evidence, the trial court, over the objection and ex- 
ception of the defendant, permitted the plaintiff to file a reply 
to the answer of defendant. In view of the provisions of section 
2822, Comp. St. 1921, this action complained of by the defend- 





Vol. XXXIV, No. 2 


ant on-the part of the trial court did not constitute any sub- 

stantial violation of any statutory right of the defendant.— 

Schaff vs. Hudgins et al., 225 Pac. Rep. 913. 

Demurrer to Evidence Overruled Where It Establishes Prima 
Facie Case Against Demurrant: 

When the evidence introduced by plaintiff in the trial court 
is sufficient to make out a prima facie case im favor of the 
plaintiff and against the defendant, it is not error for the trial 
court to overrule a demurrer to the evidence.—Ibid. 

Railroad Required to Exercise Ordinary Care in Dipping Cattle; 
Negligence of Railroad in Dipping Cattle Question for Jury; 
Verdict Sustained by Competent Evidence Not Disturbed: 
A common carrier, undertaking to dip cattle, pursuant to 

the quarantine regulations of the State Board of Agriculture 

and the Bureau of Animal Industry of the Department of Agri- 
culture of the United States, owes the duty to the owner of 
said cattle to exercise ordinary care in dipping the same. 

Whether or not such carrier, in so dipping said cattle, exercised 

ordinary care, is a question of fact for the jury; and where 

there is competent evidence, which will reasonably sustain the 
verdict of the jury, this court will not disturb such verdict.— 

Ibid. 

Interest Not Recovered on Unliquidated Damages Where Judge- 
ment or Verdict Necessary to Ascertain Amount: 

Interest cannot be recovered upon unliquidated damages, 
where it is necessary for a judgment or verdict to be had in 
order to ascertain the amount of same.—Ibid. 

Judgment Modified and Affirmed: 


Record examined, and the judgment of the trial court modi- 
fied and affirmed.—lIbid. 


TELEGRAPHS AND TELEPHONES 

Damages Proximately Resulting from Negligent Failure to De- 
liver Messages Generally Recoverable: 

(Supreme Court of Florida.) Generally, telegraph com- 
panies are liable for such damages as naturally and proximately 
result from their negligent failure to promptly transmit and 
deliver messages received by them for transmission and de- 
livery— Western Union Telegraph Co. vs. Taylor et al., 100 
So. Rep. 163. 

Mental Anguish Not Element of Damage Before Enactment of 
Statute: 

Prior to the enactment of the statute authorizing it (section 
4388, Rev. Gen. St. 1920), mental anguish resulting from the 
negligent failure to promptly transmit and deliver a telegraph 
message received for transmission and delivery was not a re- 
coverable element of damage.—lIbid. 

Liability Imposed by Statute for Mental Anguish: 

The statute (section 4388, Rev. Gen. St. 1920) imposes lia- 
bility for “mental anguish, distress or feeling, physical and 
mental pains and suffering resulting from the negligent failure 
to promptly transmit or promptly deliver” telegrams, and to 
that extent enlarges and extends the scope of liability in such 
cases.—Ibid. 

Damages for Mental Anguish Recoverable Where Contemplated 
as Probable and Proximate Result of Negligence and Com- 
pany Had Notice Such Damages Would Likely Result: 

In order for plaintiff to recover for mental anguish, the 
damage alleged and proved must or should have been contem- 
plated as a probable and proximate result of defendant’s neg- 
ligence. And there can be no recovery on this ground unless 
the telegraph company had notice, or was put upon inquiry from 
the language of the telegram or otherwise, that by reason 
of its negligence in the prompt transmission and delivery of 
the telegraam such damage would be likely to result.—Ibid. 
Company Must Have Had Notice of Injurious Consequences as 

Natural, Probable Result of Negligence: 

In an action for damages for injury of any character caused 
by the negligence of a telegraph company in the transmission 
or delivery of messages properly delivered to it for transmis- 
sion and delivery, the plaintiff should show that the telegraph 
company, either from the character of the message or from 
information imparted to its agent, had such notice as that the 
injurious consequences alleged should have been contemplated 
as natural probable results of the negligence complained of, 
and that such injurious consequences resulted proximately from 
such negligence. Hildredth vs. Western Union Tel. Co., 56 
Fla. 387, 47 South. 820.—Ibid. 

Company Need Not Have Contemplated Particular Injury: 

In an action for damages resulting from the negligent failure 
to promptly transmit and deliver a telegraph message received for 
transmission and delivery, it is not essential to recovery that 
the particular injury sustained was contemplated, but the com- 
pany is liable if the injury sustained should have been con- 
templated as a probable and proximate result of its negli- 
gence.—Ibid. 

Sender Held Only Entitled to Damages Caused by Having to 
Travel at Night on Day Coach as Result of Negligent Fail- 
ure to Deliver Telegram: 

The following message was received by the defendant com- 
pany for transmission and delivery: “Perry, Fla., 7/27/1921. 
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Too: Mrs. C. F. Taylor, clo Spring Cottage Hotel, Fort Pierce, 
Fla. Will be in Jacksonville and meet you all Saturday. You 
leave there Friday night. Have Fred secure sleeper for you 
all. Get ten dollars from your mother for sleeper. I will mail 
it back to her. Fred.” The message was not delivered. In 
view of its contents, the plaintiff sendee is only entitled under 
the statute to recover damages for “mental anguish, distress 
or feeling, physical and mental pains and suffering’ caused 
by having to travel, with others impliedly with her, at night 
on a day coach instead of a Pullman car, such mode of travel 
being a proximate result of the defendant’s ‘“‘negligent failure 
to promptly deliver” the telegram.—lIbid. 





SALE OF SHIP 


President Palmer, of the Fleet Corporation, has announced 
the sale of the lake-type cargo vessel Lake Flambeau, of 4,145 
deadweight tons, to the Seaboard & Gulf Steamship Company 
of New York City, for $52,768. The vessel was built in 1919. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) as of 
June 15 was 71.7, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 
62.7; refrigerator, 75.5; coal and coke, 78.1; stock, 86.9; flat, 
77.5, and others, 95.9. By districts the percentages for all 
classes of equipment were as follows: Eastern, 63.3; Allegheny, 
79.9; Pocahontas, 67.3; Southern, 67; Western, 75.3. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of June 15 showed the following: LEast- 
ern district, 97.38, as against 100 a year ago; Allegheny district, 
106.9, as against 99.2 a year ago; Pocahontas district, 84.4, as 
against 87.5 a year ago; Southern district, 94.2, as against 97.6 
a year ago; Western district, 97.7, as against 94.8 a year ago; 
all districts, 98.4, as against 97.1 a year ago; Canadian roads, 
92.9, as against 95.5 a year ago. 


REVENUE FREIGHT LOADING 


Revenue freight loading increased slightly the week ended 
June 28, the total number of cars having been 908,355, as com- 
pared with 903,700 the preceding week, according to the car 
service division of the American Railway Association. In the 
corresponding periods of 1923 and 1922 the totals were 1,021,471 
and 862,845 cars, respectively. 

In the week ended June 28, as compared with the preceding 
week, increases were reported in the loading of grain and grain 
products, coal, ore and miscellaneous freight, while decreases 
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were reported in the loading of live stock, coke, forest products 
and merchandise, L. C. L. 

Loading by districts the week ended June 28 and for the 
corresponding period of 1923 was as follows: 


Eastern District: Grain and grain products, 7,571 and 6,575; live 
stock, 2,721 and 2,740; coal, 40,283 and 53,994; coke, 1,605 and 3,911; 
forest products, 6,428 and 7,251; ore, 5,552 and 9,250; merchandise, 

= ca. 66,509 and 67,361; miscellaneous, 86,090 and 98,747; total, 
1924, 216, 759; 1923, 249, 829; 1922, 196,800. 


Allegheny District: Grain and grain products, 
live stock, 2,264 and 2,325; coal, 40,493 and 57,881; 
7,474; forest products, 3,458 and. 3,853; ore, 
chandise, L. C. L., 49,529 and 49,733; miscelianeous, 74,588 and 86,298; 
total, 1924, 187, 975; 1923, 225,474; 1922, 169,883. 

Pocahontas District: Grain and grain products, 166 and 208; live 
stock, 107 and 123; coal, 28,702 and 26,210; coke, 190 and 449; forest 
products, 1,365 and 2,059; ore, 117 and 198; merchandise, ia © 
6,515 and 6,367; miscellaneous, 4,514 and 4,935; total, 1924, 41, 676; 1928" 
40,549; 1923, 43, 993. 

Southern District: 


2,478 and 1,952; 
coke, 3,285 and 
13, 880 and 15, 958; mer- 


Grain and grain products, 3,162 and 3,510; live 
stock, 1,684 and 2,098; coal, 15,738 and 21,187; coke, 710 and 1,248; 
forest products, 20,943 and 23, 045; ore, 1, 356 and 1,562; merchandise, 


Cc. L., 37,421 and 38,819; miscellaneous, 42,616 and 40,564; total, 
1924 123, 630; 1923, 132, 033; 1922, 124,487. 
Northwestern District: Grain’ and grain products, 9,417 and 


9,962; live stock, 7,951 and 9,694; coal, 4,425 and 8,400; coke, 715 and 
1,073: forest products, 17,308 and 21, 906; ore, 36, 603 and 50, 310; mer- 
chandise, iL. & 29,928 and 32,701; miscellaneous, 34,621 and ’37, 490; 
total, 1924, 140, 968 1923, 171,536; 1922, 151,553. 

Central Western District: Grain’ and Foor products, 11,066 and 
10,303; live stock, 10,876 and 10,518; coal, 10,905 and 13,534; coke, 307 
and 452; forest products, 10,631 and 13, 291; ore, 3,132 and 3, 025; mer- 
chandise, i. ©. 35,379 and 35,631; miscellaneous, 53,870 and 55, 961; 
total, 1934, 136, 166 1923, 142,715; 1922, 121,794. 

Southwestern District: Grain and grain products, 4,548 and 4,607; 
live stock, 2,243 and 2,700; coal, 4,213 and 4,118; coke, 156 and 138; 
forest products, 7,407 and 7, 892; ore, 558 and 488; merchandise, L. C. 
L., 14,759 and 14, 496; miscellaneous, 27,297 and 24,896; total, 
61, 181; 1923; 59, 335; 1922, 54,335. 

Total, all roads: Grain and grain products, 38,408 and 37,117; 
live stock, 27,846 and 30,198; coal, 144,759 and 185,324; coke, 6,968 and 
14,745; forest gy agg * be 540 and 79, 297; ore, 59, 198 and 80, 791; mer- 
chandise, is, ©. 0,000 and 245, 108; miscellaneous, 323, 596 and 
348,891; total, S924, “908: 355; 1923, 1,021, 471; 1922, 862,845 


1924, 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 

Four weeks of January .............. 3,362,136 3,373,965 2,785,119 
Four week of February ............. 3,617,432 3,361,599 3,027,886 
Five weeks Of MSTen  .vc.ccccrcccccse 4,607,706 4,581,176 4,088,132 
Four weeks of A@rél ......ccsccvevceees 3,499,210 3,764,266 2,863,416 
PIVOS WEGRS OC TERT 6 icccsicevccsceesion 4,474,751 4,876,893 3,841,683 
DOUP WGOGES GE JORG 6 o.ckccccnsenseciers 3,625,472 4,047,603 3,414,031 

OEE vin ive Seneca bendusesouumauews 23,186,707 24,005,505 20,020,267 


The following chart, prepared by the car service division of 
the American Railway Association, shows revenue freight load- 


.— ing for 1920, 1921, 1922, 1923, and for the first six months of 1924: 


WEEKLY GARS OF REVENUE FREIGHT LOADED-ALL GOMMODITIES 
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LUMBER SHIPMENTS 


The Traffic World Washington Bureau 


Reports to the National Lumber Manufacturers’ Association 
from 356 of the larger commercial sawmills of the country 
indicated a heavy falling off in the national lumber movement 
for the week ending July 5, occasioned by the customary mid- 
summer holiday and repair suspension of many mills. Produt- 
tion fell off decidedly, too, as compared with the same week of 
last year, but a fewer number of mills than in 1923, reported 
a larger volume of new business, with shipments about the same. 

Unfilled orders continue to decline. For 244 West. Coast 
and Southern Pine mills, unfilled orders were 412,244,270 feet 
as against 429,124,582 feet for 243 mills the week before. Separ- 
ately, 121 West Coast mills had unfilled orders of 222,479,336 
feet against the 239,381,071 feet of 120 mills for the week end- 
ing June 28. Similarly, 123 identical Southern Pine mills had 
unfilled orders of 189,764,934 last week as against 189,743,511 feet 
the week before. 

Altogether the 356 comparably reporting mills’ shipments 
were 117 per cent of production, and orders (new business) 114 
per cent. For the Southern Pine mills these percentages 
were 106 and 106; for the West Coast mills they were 147 and 
133. Of the comparably reporting mills 332 have an established 
normal production for the week of 214,653,234 feet. Their 
actual production last week was 62 per cent of that amount, 
shipments 73 and new business 71. 

‘ The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional as- 
sociations for the three: weeks indicated: 


Preceding 


Corresponding Week 1924 


Past Week. Week 1923. (Revised). 
Ee rere 356 377 363 
PYOGUCHION 6 .cccciccses 140,606,537 ft. 173,480,983 ft. 220,193,993 ft. 
ee 164,672,815 ft. 166,173,837 ft. 203,474,954 ft. 


Orders (new business).160,958,533 ft. 153,593,639 ft. 198,260,047 ft. 


The following figures compare with reported lumber move- 
ment, as reflected by the same group of mills as above, for the 
first 27 weeks of 1924, with the same period of 1923: 


Production. Shipments. Orders. 
WN arts ok cvinadadieaween 6,257,110,783 6,165,560,374 5,788,625,893 
EE ais siaiacccaco a scaiecnounlee 6,256,222,178 6,616,770,219 6,196,498,807 
BOO SMCTORRE. .6.cccce ees 


888,605 Be 
1934 GECTOAKC. ...cccccce Seah ciao. 407,872,914 

The mills of the California White & Sugar Pine Associa- 
tion report weekly, but as their orders figures are not com- 
parable with those of other reports they are not included in 
any of the foregoing figures. Ten mills of this Association, 
with a production of 8,529,000 feet (representing 27 per cent of 
the cut of the California pine region) gave their shipments as 
7,160,000 feet and their orders as 9,352,000. 

With lumber production for the week ended June 28 far 
below that of the corresponding week of last year, says the Na- 
tional Lumber Manufacturers’ Association, new business was 10 
per cent larger. At the same time shipments were about as 
much off as production. As compared with the preceding week, 
however, there was a seasonal restriction of all factors of the 
lumber movement. These statements refer to compilations of 
telegraphic reports from 359 of the larger lumber mills of the 
country making comparable reports. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


“W51'908,945 


Preceding 

Week Ended Corresponding Week, 1924 

June 28. Week, 1923. (Revised). 

| ere re 359 380 371 
WVGGUGHION 6 occ cecccces 217,512,993 259,366,887 220,475,539 
SINEER, ©. v6 wre ce weg 201,538,954 238,249,310 208,462,046 
Ee ee ee 196,764,147 179,191,469 210,080,528 


The following figures compare the reported lumber move- 
ment for the first 26 weeks of 1924 with the same period of 1923: 


Production. Shipments. Orders. 


BE: © GGhacd «6 ob eMigatmn de Sala 6,112,779,250 5,998,951,459 5,626,172,360 
BEE gg aitewe wahiwebe ed acweuee 6,079,922,795 6,447,656,782 6,041,402,168 
ee WEEE. Seaeshiderecenn eeersiacamaeoks 
Beme GOCUGRRS 2 oe ci ceewes 448,705,323 415,229,808 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but they are not comparable in respect 
to orders with those of other mills. Consequently, the former 
are not represented in any of the foregoing figures, Twelve of 
these mills reported a cut of 14,356,000 feet the week ended June 
28, shipments 8,682,000, and orders 7,274,000. The reported cut 
represents 27 per cent of the total of the California Pine region. 


MAY OPERATING RESULTS 


“Operating revenues of the Class I railroads representing 
a mileage of 235,997 miles totaled $477,229,000 in May, accord- 
ing to reports for the month compiled by the Bureau of Railway 
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Economics from returns filed by the carriers with the Interstate 
Commerce Commission,” according to a statement issued by the 
Bureau, continuing as follows: 


This was a decrease of $70,657,800, or 12.9 per cent, under 
the same month last year. Operating expenses totaled $381,- 
253,200, a decrease of $39,998,000, or 9.5 per cent, under those for 
May, 1923. 

The net operating income for May amounted to $60,595,197, 
compared with $90,252,652 in May last year, or a decrease of 
oy + aaa In April, 1924, the net operating income was $61,- 

The net operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals, but before 
interest and other fixed charges are paid. 

For the first five months this year Class I railroads had a 
net operating income of $325,172,660, which was at the annual 
rate of return of 4.27 per cent on their property investment, com- 
pared with $358,435,740, or 4.98 per cent, for the same period 
last year. 

Earnings by districts for the first five months, with the 
percentage of return on property investment on an annual basis 
in each district, follows: 


Per Cent 
IUCW TRIG  TROMIO a oii vccicicicicsicscssencses $ 13,103,358 4.31 
ee ee rc ere 66,665,834 5.37 
Comtval WAStern REGION... csc sccccececwsewe 68,556,265 4.47 
DOCRIOMEN THONG isin oa oi eiwdicceescnwnssis 18,257,148 5.46 
pg UE RR oo oy |: $166,582,605 4.88— 
TOCGl BOUtHGTN DIStrict.. oo. ci ccccivcescuccs 60,128,016 5.42 — 
WHOTCIWERTETT TROBION ook 6 ck cccivesecccncees 20,184,620 2.09 
COMEPEL WESCETE TGHIOM. 2 icc ccceccsccesocees 52,275,621 3.66 
POUICIUWPOGRCOEM TROON 566.6. secs Ke ieee 606s O00 26,001,800 3.72 
Total Wester PDIStrict «cc scicwsions $ 98,462,041 3.18 — 


I TO. i: 6. 65: serajaise eis b discs ae ee eles wes 

Class I carriers operating at a loss 
which 18 were 
District. 
deficits. ; 

The railroads in May, compared with the same month in 
1923, continued the reduction of their Maintenance expenses, as 
was done in April. This is shown by the fact that expenditures 
for both maintenance of equipment and maintenance of way 
totaled $178,656,563, a reduction of $21,647,159, or nearly 11 per 
cent under those for May last year. 

Maintenance expenditures for the first five months in 1924 
totaled $853,988,810, compared with $905,274,655, a reduction of 
$51,285,845, or nearly 6 per cent. 

Carriers in the Eastern District, according to complete re- 
ports, had a net operating income in May of $34,159,954, com- 
pared with $54,584,190 in May last year. Freight traffic in the 
Eastern District in May, according to incomplete reports, was 
18 per cent under the corresponding period the year before. Oper- 
ating revenues of the eastern carriers totaled $239,477,769, a 
decrease of more than 17 per cent under May last year. Operat- 
ing expenses totaled $187,341,526, a decrease of more than 13 per 
cent under the same month last year. Class I carriers in the 
Eastern District earned, the first five months this year, $166,- 
582,605 of net operating income, compared with $190,631,467 the 
corresponding period last year. ‘ 

Complete reports showed that the Class I carriers in the 
Southern District in May had net operating income of $10,512,000, 
compared with $11,340,444 in May last year. Freight traffic on the 
southern roads in May decreased 13 per cent under the same 
month last year. Operating revenues of the southern carriers 
in May totaled $64,571,771, a decrease of 7 per cent under the 
same month last year, while operating expenses totaled $50,- 
070,700, a decrease of 6.4 per cent compared with May one year 
ago. The net operating income for the Class I railroads in the 
Southern District for the first five months this year totaled $60,- 
126,000, compared with $61,065,220 the same period last year. 

Carriers in the Western District had a net operating income 
in May of $15,923,240, compared with $24,328,000 for the same 
month last year. Freight traffic in the Western District showed a 
decrease of approximately 6 per cent under May last year. Oper- 
ating revenues of the western carriers totaled $173,179,480, a 
decrease of 8.3 per cent under May, 1923, while their operating 
expenses totaled $143,840,980, or a decrease of 5.1 per cent. Class 
I carriers in the Western District, the first five months this 
year, had a net operating income of $98,462,000, compared with 
$106,739,000 the same period one year ago. 


COAL PRODUCTION AND SHIPMENT 


The Trafic World Washington Bureau 

“The production of soft coal continued to recover in the 

week ended June 28,” says the Geological Survey in its current 
coal production report, which, in part, follows: 


325,172,662 4.27 

in May totaled 40, of 
in the Eastern District and 22 in the Western 
In April there were also 40 roads which had operating 


The total output is now estimated at 7,327,000 net tons, an 
increase of 125,000 tons. This is the second highest record made 
during the past three months. 

Despite the recent improvement, the rate of production re- 
mains well below that at the corresponding date of all recent years 
except 1922. The fact that the depression at the coal mines has 
caused productioin to drop to a lower level than in 1921, should 
not, however, be taken as indicating that a similar depression in 
other industries has reduced the consumption of coal to the ex- 
tremely low point reached in 1921. There is ample evidence that 
consumption has declined during the first half of the year, but to 
what extent cannot be accurately stated. It seems to be obvious, 
however, that production declined at a more rapid rate than did 
consumption and that there has been an appreciable draught on 
ee tons of soft coal held by consumers on January 1, 

The production of anthracite remains steady at a weekly rate 
just under 1,900,000 tons. The total output in the week ended June 
28 was 1,885,000 net tons, an increase over the record of the 
preceding week of 62,000 tons. In comparison with the corre- 
sponding week of earlier years, the present rate of anthracite 
production isi11 per cent less than that of 1923, when the hard coal 
mines were working at top speed to overcome the _ shortage 
created by the strike of 1922, but it compares favorably with the 
rate in other normal years. 

The cumulative production during 1924 to date stands at 
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45,592,000 tons, a decrease of 11 per cent when compared with 
the total a year ago. 

The all-rail movement of coal into eastern New York and 
New England remained practically unchanged in the week ended 
June 29. Reports to the American Railway Association show 
that 2,114 cars of bituminous coal and 8,453 cars of anthracite 
were forwarded, an increase of 56 cars and a decrease of 141 
ears, respectively. Shipments of bituminous coal into this terri- 
tory are going forward at less than half the rate prevailing a 
year ago. 

Tidewater business at Hampton Roads recovered appreciably 
in the final week of June, and dumpings reached the highest level 
attained since the middle of April. In the week ended June 28 
a total of 352,228 net tons of bituminous coal was handled over 
the three piers at that port. In comparison with the preceding 
week this was an increase of 43,000 tons, or 14 per cent. All 
types of consignees shared in the increased dumpings, but the 
principal improvement was in shipments to New England and the 
“other coastwise” trade. The present rate of movement is slightly 
larger than at the corresponding date a year ago. 

All the gain of the preceding week in the lake movement of 
bituminous coal was not maintained, and shipments in the week 
ended June 29 declined to 709,369 net tons. This was a decrease 
of 50,727 tons. Of.the total dumpings, 666,032 tons were cargo 
coal and 43,337 tons were vessel fuel. At present lake ship- 
ments are but 64 per cent of those a year ago. 

Cumulative shipments of cargo coal during the present sea- 
son now total 5,984,733 tons, a decrease of 39 per cent from the 
record for the corresponding period of 1923, and an increase of 
62 per cent over 1922. : 

Anthracite shipments up the lakes from Erie increased sharply 
to 25,599 net tons in the week ended June 29. Shipments from 
Buffalo were practically the same as in the preceding week and 
totaled 113,932 tons. The total movement—139,531 tons—showed 
an increase of 15.3 per cent, and it was practically equal-to that 
of the corresponding week a year ago. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 60c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 














WANTED—A man about thirty years old, as a freight rate ana- 
lyst. Must know the freight rate structure ‘throughout the United 
States. Opportunity for advancement. State present occupation, ex- 
periente, salary expected and reference. Address Box 681, care Traf- 
fic World, Chicago, IIl. 





POSITION WANTED—In traffic field, where good future is as- 
sured. Six years’ railroad experience. Familiar with rates. Refer- 
ences. Traffic course diploma. Age 35. Address ‘‘Competent,”’ care 
Traffic World, Chicago, Ill. 








WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, The Edgar Steel Seal & Manufacturing Company. 
Lawrence, Kans. 


OF LL O7-NETe 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—-City Delivery Service 
and Carload Distributors 





Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Dcwntown, readily accessible to 


your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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WAGE STATISTICS 


The Trafic World Washington Bureau 


“The summary of wage statistics for the month of April, 
1924, shows a total of 1,787,217 employes, an increase of 26,949 
or 1.5 per cent over the number reported for March, 1924,” the 
Bureau of Statistics of the Commission says in its report on 
wage statistics compiled from 182 reports covering 179 Class I 
line haul roads, 15 switching and terminal roads of that class, 
and 16 small roads included in system reports. 

“Owing to seasonal requirements, an increase of 49,849 
employes appears in the maintenance of way group, but this 
number was offset somewhat by reductions in the maintenance 
of equipment, and the transportation groups. Notwithstanding 
an increase of 1.7 cents per hour in the straight time wages of 
train and engine service employes, which is perhaps the refliec- 
tion of recent wage adjustments, the average hourly earnings of 
all employes, owing to an increase in the number of lower paid 
employees and a reduction in the number of the higher paid 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. . 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 



















snd Pennaytoonta From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


Railroad Ave. 


Petry Express & Storage Co. lnc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 


| De ee Oe ae Oe ee & 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


‘“‘Let Us Solve Your Distribution Problem’’ 
Centrally Located to All Railroads and Boat Lines 





The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 


CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 





S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 


Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 






CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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employees reported on an hourly basis, shows a decrease of 4 

mills per hour. There was also a decrease in the quantity of 

overtime work and in the average overtime rate per hour. The 

total compensation in April was 1.9 per cent less than in March. 
“Compared with the returns for the corresponding month 

last year, the employment in April, 1924, decreased 3.1 per cent 

and the total compensation shows a decrease of 3.6 per cenj.” 
The monthly earnings, by groups, were as follows: 


——-Monthly earnings of-——\ 
Employes re- Employes re- 


ported on ported on 

daily basis hourly basis 

April, April, April, April, 

Group 1924 1923 1924 1923 

Executives, officials and staff assistants $434 $426 ee wes 

Professional, clerical and general....... 182 178 $124 $120 

Maintenance of way and structure..... 240 239 89 88 

Maintenance of equipment and stores.. 243 242 123 125 
q - ti other than train, engine 

oe b SC EE EES eee sees 98 95 122 118 

Transportation (yardmasters, switch i we é 2 

tenders and hostlers) .......--- sees 256 253 147 145 

Transportation(train and engine service) .... aoa 182 188 


A comparison of the number of employes and their compen- 
satiog, by months, follows: 


CLASS I STEAM ROADS 


Number of Total —_ 

of employes pensation 

Apri 1933 RPGS cpr ln Sivek geilet a aa 1,843,652 $245,874,117 
I vis cnn ncepeecisemanbaeiaces 1,896,219 259,679,263 
June, 1923 .....+.+--++- peesckaverniabene 1,933,929 259,127,789 
PL cetnsknsress-svesveysesenestes 1,954,687 261,805,549 
Sas adaaa abies eneosnen 1,973,505 270,187,583 
ED wcncicccewessancyecxeve 1,945,917 255,217,197 
poten ee eer 1,936,494 271,005,542 
TE ais a rntunddinnwninainnnat 1°899,545 249,686,024 
ME ooo cre tivctmndriesnieronsigees 1,793,779 234,662,008 
need abanneking inhale 1,749,927 239,550,251 
EE ost neecnueweniaredes 1,753,289 230,915,026 
EE os cata bebukohbperkenenees 1,760,268 241,406,659 
EEE G5 idiGabsctrarbanses igus’ 1,787,217 236,909,229 


Increases or decreases in the number of employes, by groups, 
April, 1924, compared with previous month, and with April, 1923. 


s April, 1924 compared with 





Group March, 1924 April, 1923 
Executives, officials and staff assistants 26 84 
Professional, clerical and general....... 141 871 
Maintenance of way and structure..... __ 49,849 13,836 
Maintenance of equipment and stores.. (d) 9,249 (ad) 43,408 
Transportation (other than train, engine “ 

ona MME «ctesbure sogeus ooe< see “ e (d) 687 (ad) 4,711 
Transportation (yardmasters, switc : 

tenders and hostlers) ........++..+.- (d) 528 (d) 1,069 
Transportation (train and engine service) (d) 12,603 (d) 22,038 

Net increase or decrease.........++. 26,949 (d) 56,435 


In connection with its summary for April, the Bureau issued 
a chart showing operating ratios and labor expense ratios for 
1911 to 1923, inclusive, of Class I roads, exclusive of switching 
and terminal companies. The supporting data for the chart 








follows: 
- Ratio of - 

Labor expenses to 
Operating Op- Op- 
expenses to erat- erating 
operating ing ex- reve- 
Year revenues penses nues 
EE i og Su daniceek eot% peRvaces 9% 61% 42% 
MI EEE ciac s osias s coeeewncegedenet’s 70% 62% 43% 
SS oe cig vintarene HORS Se eee s Hae ¢ 70% 62% 43% 
EE oi. as sea anhdix Cb eeesidiead cues 73% 61% 44% 
I oe bc. 5 cave ncrowmows <elnae s atine 70% 61% 43% 
PC) Sk eee ee eee 65% 62% 40% 
EE, FED c v.cb reeves tovcccn davies 66% 62% 41% 
Oe re 70% 61% 43% 
BIGOOTIUET FL, TPES ccc ccc ccccccccccccees 82% 66% 54% 
NN ae ecm cer 86% 65% 55% 
ok Oe... TEETER 94% 63% 60% 
PROCESS SL, 19S 2. cccecccvccscceccecce 83% 61% 50% 
I MS Es i g.ocb se eee teenie eeeiss 79% 60% 17% 
WHOCOTIMOP SL, TORS onc cescccccevcceves 78% 61% 48% 
Note—Labor expenses represent total payroll. The part charge- 
able to operating expenses before 1921, not available. In 1921 and 


1922 the proportions chargeable to operating expenses were respec- 
tively 93.63% and 93.48%. 





FRUIT AND VEGETABLE SHIPMENTS 


Increases were reported in shipments of peaches, pears and 
watermelons in the week ended July 5, but decreases were re- 
ported in shipments of practically all other lines of fruits and 
vegetables, according to the weekly report of the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
week’s total movement of 22 products was 17,575 cars, approxi- 
mately 1,000 less than the preceding week but 2,000 more than 
in the corresponding period last year. 

The totals from the weekly summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aste- 
risks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 
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Total Total 
This Last 
June 29- June July Sea- Sea- Total 
July 5, 22-28, 1-7, son to son to Last 
1924 1924 1923 July 5 July 7 Season 
Apples— 
POL: 60s esetres 152 *129 389 *306 539 *138,594 
Asparagus— 
eee 17 *36 *981 785 785 
Cabbage— 
yp ee 308 *410 281 *16,905 13,021 *37,238 
Cantaloupes— 
< ae 3,389 1,807 14,651 12,916 25,877 
Cherries— 
, 2 101 *111 250 *1,405 1,652 2,481 
Cucumbers— 
QC Soe 179 *664 261 *4,715 1,016 *5, 688 
Grapefruit— 
| are 32 *65 419 *19,720 17,261 17,634 
Lemons— 
er 135 529 151 10,031 7,160 8,191 
Lettuce— 
er 136 177 391 *21,858 19,250 27,713 
Mixed Citrus Fruits— ' , sal 
oo! eee 22 38 is 3,736 ia 3,677 
— —_— Fruits— 
LS aS 231 *276 482 *1,417 2,865 9,063 
Mixed Vegetables—- : sia 
sae 340 467 309 *15,324 12,292 23,802 
Onions— ; 
(| rere 207 *157 252 *5,157 4,528 *29,444 
Oranges— 
: | are 644 887 735 *67,363 60,333 68,406 
Pears— : 
MME © cps ariceaiees 375 155 500 534 608 7,148 
Peaches— 
cree 1,040 *263 1,304 *2,817 3,512 
Plums and Prunes— , ~— eecens 
Lo ees 165 205 338 794 1,507 *6,783 
Strawberries— : 
MRS, hese cs 288 *432 172 *18,043 17,679 7,88 
String Beans— out — 
gees 63 *311 8 *3,283 2,995 *3,326 
Tomatoes— site —_— 
eee 951 1,222 153 *14,701 3,9 ; 
Watermetonis— 5 7 13,916 24,116 
- ree 4,711 *3,533 3,635 *10,431 0,5 
Potatoes (1924 Crop)— ‘ ; eianed vicstaaed 
ee 4,553 *5,067 3,687 *30,2 24,$ * 
Potatoes (1923 Crop)— —_ — onse 
OU eo. Sete.dnis 43 113 151 *240,231 253,837 254,158 





** Unavailable. 


CONDITION OF CARS 

Freight cars in need of repair on June 15 totaled 192,471, or 
8.5 per cent of the number on line, according to reports filed by 
the carriers with the car service division of the American Rail- 
way Association. This was an increase of 3,252 over the num- 
ber reported on June 1, at which time there were 189,219, or 
8.3 per cent. : 

Of the total number, freight cars in need of heavy repair 
totaled 142,883, or 6.3 per cent, an increase of 4,347 oh MO on 
with the number on June 1. Reports showed 49,588, or 2.2 per 
cent in need of light repair, a decrease since June 1 of 1,095. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on June 1 totaled 10,875, or 
16.9 per cent of the number on line, according to a tabulation of 
reports filed by the carriers with the car service division of the 
American Railway Association. This was a decrease of 991 
locomotives compared with the number in need of repair on 
May 15, at which time there were 11,866, or 18.4 per cent. 

‘ Of the total number, 6,099, or 9.5 per cent of the number on 
line, were in need of classified repairs, a decrease of 267 com- 
pared with the number in need of such repair on May 15, at 
which time there were 6,366, or 9.9 per cent. Reports also 
showed 4,776, or 7.4 per cent, in need of running repairs, a 
decrease of 724 compared with the same previous date. 

The railroads on June 1 had 6,661 serviceable locomotives in 
storage, an increase of 436 compared with the number on May 
15. In the last half of May, 28,361 locomotives were repaired 


and turned out of the shops, compared with 29,353 in the first 
half of May. 





SOUTHERN PACIFIC APPLICATION 


The Trafic World Washington Bureau 

The Southern Pacific’s application for permission to ac- 
quire all the assets and property of the El Paso & Southwest- 
ern system has been received by the Commission. It is for 
authority to issue a total of $57,400,000 of its common stock 
and 5 per cent collateral bonds, the latter due in twenty years 
from May 1, 1924, and give the issues to the El Paso & South- 
western company in exchange for the property of the railroad 
system, having a mileage of about 1,300. Prior reports that 
the Southern Pacific intended paying $80,000,000 for the prop- 
erty were shown by the application to have been inaccurate. 
In support of its application the Southern Pacific said the 
property to be acquired in the manner indicated had a fair 
value of $57,400,000, the amount of the proposed issued. It 
said the acquisition would be in line with the Commission’s 
tentative plan for the consolidation of railroads, its plan call- 
ing for a union of the Southern Pacific, the El Paso & South- 
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:|| PORT OF HOUSTON 



















4 ‘“‘Where Seventeen Railroads Meet the Sea’’ 
“ea THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 

ses Houston, First Heard of as a Port Only a Few Years Ago, Has Made Wonderful Progress. These Statis- 
il tics Tell the Story: 
7,71 
3,67 
9.063 ARRIVALS AND DEPARTURES OF SHIPS EXPORT COTTON 
3,802 YEAR 1919—Number ships.............. 310 SEASON 1919-1920............. 69,839 bales 
ih aie YEAR 1920—Number ships.............. 425 SEASON 1920-1921............. 466,185 bales 
a YEAR 1921—Number ships.............. 744 SEASON 1921-1922............. 478,141 bales 
_— YEAR 1922—Number ships.............. 1,006 SEASON 1922-1923............. 719,942 bales 
4,148 YEAR 1923—Number ships.............. 1,400 AUG. 1 to MAY 31, 1923......... 1,044,707 bales 
8,512 YEAR 1924—(5 months)................. 714 
ri IMPORTS, EXPORTS AND COASTWISE STATISTICS 
ioe YEAR 1919—Tons................... i eee $ 68,564,825 
ase Le ET... ... 2s Ya = BeeeDeReReEREReRRenenee 712,967,244 
wa be EE, er 1,395,438 PTT ETE Ee Te 73,877,335 
ee © ee Ss oe vccecevevevaween 2,027,927 ere rrr errs tat 136,959,620 
0,231 pe Be 3,149,196 _ Serr rrr 215,109,522 
4158 - YEAR 1924—(5 months)............. 2,010,456 _ ee ee re 75,651,383 

Have you received a copy of “Port Houston Booklet?” If not, send for one at once. Address the 

,or ff DIRECTOR OF THE PORT, 5TH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 
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ow of 3 Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 

ac | : Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
rest- | / Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

for Floor level,—35 feet above mean low tide. 
tock . With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
ears shipments. 
cone Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
as Your shipments can be financed through our negotiable warehouse receipts. 
rop- A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 
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western and the Rock Island systems; that the El Paso & 
Southwestern was the bridge line between the Southern Pacific 
and the Rock Island in the southwest and that union of the 
properties embraced within the plan of the Commission would 
give the Southern Pacific rails reaching points not now reached 
-by it, but reached by the Atchison, Topeka & Santa Fe, espe- 
cially Chicago and the Missouri River. 


A present advantage would be the conversion of a con- 
siderable amount of traffic from a two-line into a one-line haul 
proposition and obviate the necessity for double-tracking by 
the Southern Pacific. Its traffic, it said, had reached a point 
where double-tracking had to be considered. 


The financing is to be accomplished by the issuance of 
$28,000,000 of common stock and $29,400,000 of 5 per cent col- 
lateral bonds, dated May 1, 1924, and maturing May 1, 1944. 
The transaction is to be on the basis of par for both stocks 
and bonds, and the conversion, for the time being at least, 
of the El Paso & Southwestern Company from a company 
holding the securities of a railroad system controlled by it 


into the holder of securities in a railroad system, of less than 
a controlling total. 


Acquisition of the El Paso & Southwestern, it was pointed, 
out, would increase the competition between the Santa Fe 
and the Southern Pacific. 

The application to acquire and to issue stock and bonds 
sets forth the contract, dated June 20, 1924, under which the 
acquisition is to be made, the mortgage terms under which 
the bonds are to be issued and the properties to be acquired. 

“The lines of the.Southern Pacific, the Southwestern sys- 
tem and the Chicago, Rock Island & Pacific system unite to 
form one of three fiercely competing routes between Chicago 
and Missouri River on the one hand and southern California 
on the other,” said the application. “The Union Pacific and 
its eastern connections and the Santa Fe constitute the other 
two competitors for traffic between the middle west and south- 
ern California. The union of the Southern Pacific and the El 
Paso systems will result in direct physical connection between 
the Southern Pacific and the lines of the Rock Island, its 
essential eastern connection; will reduce the number of on 
erating companies comprising the through route, will increase 
the competitive strength thereof, will bring about better -v- 
ordination of service between the constituent lines, will sim- 
plify their relations to the public in the conduct of business 
and in the settlement of claims, and will simplify their reia- 
tions to the public authorities. Through the direct operation 
of the El Paso & Southwestern system by the Southern Pacific 
great operating economies will be effected and greater unifica- 
tion of standards and practices will be made possible. The 
relief sought is in harmony with the policy and purposes of 
the transportation act and is consistent both with the Com- 
mission’s tentative consolidation plan and with the accom- 
panying report of Professor Ripley. The addition of the Fl 
Paso & Southwestern between El Paso and Tucson in connec- 
tion with certain new construction will obviate the necessity 
that the Southern Pacific would otherwise be under of con- 
structing an extensive second track, thus saving unnecessary 
duplication of tracks and avoiding an increase of capital 
charges.” 

The new construction to which the application referred was 
that for which a certificate of public convenience and necessity 
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had theretofore been requested by the Arizona Eastern, for 
about 167 miles of new lines in Arizona. The new construction, 
the application said, would give the Southern Pacific an addi- 
tional main line across the greater part of Arizona and a 
more favorable location than its present main line. 


BOARD SUBPCENAS LABOR LEADERS 

The Railroad Labor Board has issued subpcenas for 80-chair- 
men and officials of the locomotive engineers and the firemen’s 
organizations in order to have them present at the postponed 
hearing of the wage dispute between the men and about 85 
per cent of the western railroads July 24. The hearing was 
set for June 20, but the representatives failed to put in an 
appearance, making good a written threat of defiance made 
folloiwng the order of the board in an earlier case. The board 
took jurisdiction of the dispute involved in the wage increase 
sought by the men employed by the Buffalo & Rochester. The 
heads of the organization communicated to the board that they 
did not think it necessary to pay any attention to its orders, 
since some of the carriers had followed a similar course. 

The subpcenas will be served by United States marshals, 
although they were not issued through the federal court. Should 
the officials refuse to respond to the services, the board will 
take more serious action by going to the federal court. 





RECAPTURE OF EXCESS EARNINGS 

A hearing on the question of excess income of the Duluth, 
Missabe & Northern Railway Company will be held October 27 
before Division 4 of the Commission, This case was set for 
hearing some time ago but that hearing was canceled when the 
carrier paid $2,851,000 of excess income under section 15a, It 
was understood at the time, however, that another hearing would 
be fixed for the purpose of inquiring into the matter. The road 
claims that it earned excess income only in the year ended 
December 31, 1923. 


BARGE LINE OPERATIONS 
The Trafic World Washington Bureau 


Detailed figures showing the financial results of operation 
of the government barge lines on the Mississippi and Warrior 
rivers from September, 1918, to and including January, 1924, 
prepared recently by the inland waterways division of the War 
Department, reveal that the total “out-of-pocket loss” for the 
period involved was $3,761,044, while the “money-in-pocket” was 
$676,855, making the net “out-of-pocket” loss” $3,084,189. 

The “saving” to the public was stated for both lines as 
$3,314,900. The “saving” was estimated on the basis of the rate 
charged by the barge lines, it being figured that the average 
“saving” to the public was $1.35 a ton for a long and short 
haul, as compared with what it would have cost to move the 
freight by rail. 

The “out-of-pocket loss” on the Mississippi barge line was 
stated as $1,940,676; the “money-in-pocket” as $676,855, and the 
“saving” to the public, $2,923,800. ‘The “out-of-pocket loss” on 
the Warrior barge line was stated as $1,820,368, there being no 
“money-in-pocket” as the result of operations on the Warrior, 
and the “saving” to the public was given as $391,100. 

The table of statistics from which the above totals were 
obtained follows: 


OF OPERATIONS BY SIX MONTHS’ PERIODS 


MISSISSIPPI SECTION 





September, _ 
1918,to |July 1, 1919,} Jan. 1, 1920,|July 1, 1920,| Jan. 1, 1921,|July 1, 1921,| Jan. 1, 1922,/July 1, 1922,| Jan. 1, 1923 | July 1,1923, | Estimated 
June 30, | to Dec. 31, | to June 30, | to Dec. 31, | to June 30, | to Dec. 31, | to June 30, | to Dec. 31, | to June 30,} to Dec. 31,} January, 

1919 1919 1920 1920 1921 1921 1922 1922 1923 1923 1924 





Operating revenue........ 
Operating expenses... 


Ne $689,134.87] $421,510.27) $663,207.41] $641,751.81 
Depreciation......... aes $17,193.78 $17,330.55 $49,980.86} $102,140.86 
Equipment: 
eS eee . i. See 28 (14) 43 (7) 
Steam power barges eee | ARAN, een eee Serer re 
Towboats......... a ere 2 (4) 5 (2) 
Miscellaneous...... ace: Sees 6 ) 11 (3) 
eas ree 79,047 49,100 86,375 74,327 
Saving to public............. $108,000.00} $65,000.00} $142,500.00} $130,600.00 


Out of pocket.......... 
Money in pocket..... 


ie. $284,160.60| $172,280.30| $371,715.24] $337,031.35] $722,130.47|$1,070,409.61|$1,489,338.12] $761,619.28 


$404,974.27) $249,229.97) $291,492.17] $304,720.46 








1,257,053.77|$1,163,137.25] $290,000.00 
$985,146.96|$1,188,413.82|$1,251,291.90)$1,097,553.99 |/$1,363,726.42} $226,000.00 


wer 


$654,690.22 


$162,945.94] $122,925.29] $142,234.60] $148,756.77] $145,867.01] $156,652.15) $24,000.(0 
45 (4) 45 (3) 45 (2) 50 . (5) 48 (15) 48 (15) 

wa eoe sail 10 @ a . a : a) | 
17 (1) 25 29 (2) 33 30 30 32 (1) 
162,941 280,326 375,463 224,206 370,909 339,522 83,000 


$280,700.00 $363,300.00 $486,700.00 $291,000.00} $482,000.00) $441,060.00} $113,000.00 
Ay >) ee S200 580.07)... 2.01555: 


WARRIOR SECTION 


Operating revenue....... 
Operating expense........ 


Depreciation........... $14,266.83] $33,457.56] $32,885.63] $36,090.4° 
Equipment: 
0 eee Sie cate ere 43 43 (5) 
Steam power barges............. _ RN 5 5 7 
Se eee _ SRS ete 3 (1) 4 
Miscellaneous.......... peat’: ROR Rae te 4 (2) 3 (2) 
| eS ee 61,039 79,813 102,221 97,796 


Saving to public.:.... 


cane $19,000.00 $25,000 00 33,000.00 
Out-of-pocket loss.......... 


$ 
$47,202.36) $107,546.74) $174,759.61] $175,231.84 


$103,439.60] $128,024.57) $169,596.16] $204,063.30 
$150,641.96] $235,571.81] $344,356.77) $379,295.14 


$40,000.00 


$67,170.25) $85,262.65] $300,924.30]............ $159,499.78]........... $64,000.00 
$243,270.7(} $221,157.00) $242,750.07) $264,516.83] $216,775.97| $209,518.75) $31,000.00 
$451,739.02] $431,509.71) $367,323.42) $519,515.57] $475,629.17] $430,905.74] $68,000.00 
$59,807.31] $74,005.01] $69,514.32] $67,573.36] $68,157.09} $63,354.08} $11,000.00 
46 (7 45 (7) 40 (7) 44 (4) 44 (4) 43 (15) 43 (15) 

3 5 4 4 2 2 2 

6 4 6 7 7 7 

14 (2) 10 (2) 8 (2) 24 (3) 28 26 26 
120,146 108, 69& 108,515 151,82 134,194 135,147 20,000 
$46,000.00} $42,000.0C} $48,000.00} $50,000.0C} $41,000.00} $41,000.0¢ $6,100.00 
$208,468.35] $210,352.71] $124,573.42] $254,998.74] $258,853.20} $221,386.99] $37,000.00 


NOTE—Figures in parentheses indicate leased equipment additional to the owned equipment shown. 


Jw 


| 





was 


jor, 


yere 


100.00 
00.00 
)00.C0 
(15) 
(2 
(1) 
33,000 
00.00 


000 00 


000.00 


000.00 





July 12, 1924 


SOMETHING DIFFERENT IN 


Freight Forwarding Service! 


A Bonded Statement of Shipping Costs 


We find it has a strong appeal to the man who is 
not located right at seaboard. Will be pleased to 
explain this if you are interested. 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. DALTON 





ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.--Minn. W. A. 


COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 
WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


“ Serves Twe Millien Population 








Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 
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SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Merchandise Storage and Pool Car 
cian'smikon cys Distribution 


2,000 CAR LOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. 


KANSAS CITY, MO. 


COLUMBUS 













—- 
ANDISE 






FOR CEI 
DISTRIBUTIO ERC! 








MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distributionstore deer delivery. 


heilLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 











TOLEDO MANSFIELD 


We Bind The Tratfiic World 


De ERR RS 
In Best Grade E Grade DS wenge for "$2.25 Per Volu Per Volume 26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


MriNEsN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 








S.S. SIDNEY M. HAUPTMAN 


icin ce ae: adenine ease date July 18 
Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson oe 67 Wall St., New York 
— Offices 


St. Louis, Pi Baltimor 
Chicago, St. Lou Mobile, ite New’ Orleans = 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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TRAFFIC TEST RULES 


The Trafic World Washington Bureau 


Commissioner Eastman, in a notice addressed to all con- 
cerned in No. 13494, Southern Class Rate Investigation, said: 


On April 26, 1924, the Fourth Section Committee of Southern 
Carriers, Charles Barham, chairman, issued an ‘outline of plan and 
instructions for traffic test for the month of April, 1924, to ascertain 
the effect upon the revenues of the carriers, resulting from_ the 
changes in rates proposed by the tentative report in Southern Class 
Rate Investigation, Docket 13494.’"" This outline of plan has been 
given careful consideration, together with all suggestions offered by 
representatives of state commissions or shippers with reference to 
the traffic test and the manner in which the results therefrom should 
be segregated, analyzed and recapitulated. In considering the various 
suggestions, the necessity for keeping the traffic test within reason- 
-able time limits has been kept constantly in mind. The outline of 
plan prepared by the Fourth Section Committee is approved, subject 
to the following qualifications: : 

(1) All less-than-carload traffic which moved on commodity rates 
or on class rates lower than Class D should be included in the test 
but recapitulated separately, and in the recapitulation it should be 
divided into two groups: (a) all such traffic which is included and 
rerated at the proposed class rates regardless of whether they are 
higher or lower than the charges assessed, specifying the commodities 
so treated; and (b) all such traffic which is included and rerated at 
the proposed rates only in the instances where they are lower than 
the charges assessed, specifying the commodities so treated and the 
reasons for failure to include such traffic in its entirety. 

(2) Carload traffic which moved on commodity rates or on class 
rates lower than Class D may be included in the test but should be 
recapitulated separately, and in the recapitulation it should be divided 
into two groups: (a) all such traffic which is included and rerated at 
the proposed class rates regardless of whether they are higher or 
lower than the charges assessed, specifying the commodities so 
treated; and (b) all such traffic which is included and rerated at the 
proposed rates only in-the instances where they are lower than the 
charges assessed, specifying the commodities so treated and the 
reasons for failure to include such traffic in its entirety. Information 
furnished under this paragraph, particularly any that may be included 
in group (b), is of doubtful relevancy. 

(3) Grain and grain products traffic, including hay, straw, shucks 
and grain by-products, may be included in the test but should be 
recapitulated separately. 

(4) Less-than-carload shipments of packing-house products which 
moved from points in official territory to points in southern territory. 
and which are included in the test, should also be recapitulated 
separately. 

(5) A separate recapitulation should be made of all traffic 
included in the test between points in central freight association 
(including Ohio River crossings), Illinois freight association and Buf- 
falo-Pittsburgh territories, on the one hand, and points in North 
Carolina and in Virginia south of the line of the Norfolk & Western, 
on the other hand. 

(6) A separate recapitulation should be made of all Virginia 
intrastate traffic included in the test. 

(7) All instances should be noted where, in the rerating, rates 
lower than the maximum rates recommended in the tentative report 
are employed; except so far as such rates lower than the maximum 
are incident to the grouping recommended in the report. 

(8) Lists of points included in any so-called ‘industrial groups” 
should be furnished. 

(9) There should be furnished a statement showing how the class 
rates used in the rerating have been worked out from the recommen- 
dations in the tentative report. In particular, this statement should 
describe the boundaries separating the northern and southern terri- 
tories and the treatment of the Ohio River crossings in this connec- 
tion, the groupings which have been employed, and the method of 
arriving at the all-rail, water-rail and rail-water-rail rates between 
the east and the south. 


(10) A statement should be filed showing the weak lines or short 
lines which are regarded as under common control and/or management 
with the standard lines. 

(11) The following information is desirable in connection with the 
traffic test, to the extent that it can be furnished accurately, or by 
estimate and approximation, without undue delay: 


(a) A segregation of the traffic by mileage blocks under the 
proposed rates. 


(b) The increase in revenue which would have resulted if actual 
mileage had been used in figuring the proposed rates in those 
instances where the tentative report recommends the use of 90 per 
cent of actual mileage as the constructive distance, and the corre- 
sponding decrease in those instances where it recommends the use 
of 110 per cent of actual mileage. 

(c) The increase in revenue which would have resulted if the 
joint-line differentials proposed by the carriers had beeh recommended 
in the tentative report. 


ASSIGNED CAR CASE 


The Trafic World Washington Bureau 

The Commission has further postponed the effective date 
of its order in Docket 12530, the assigned car case, from August 
1 to November 1. This is the ninth postponement. In as much 
as there is no coal car shortage the rule is of no significance. 

Further postponement of the order to November 1 means 
nothing to the parties to that case, because so long as the more 
than ample supply of coal cars continues, the assigned car rule 
can have no effect. Postponement for three months suggested 
that the commissioners who have ‘been considering the argu- 
ments for modification of the order are of opinion that no one 
will be hurt by putting aside the matter until well after the 
end of summer vacations. 

In the event the Commission should come to a conclusion 
that the order should be modified or put into operation unmod- 
ified, before November 1, it has been pointed out, the power 
that postponed the effective date to November 1 can also pro- 
vide for the order becoming operative much before that date. 
The affirmative part of the order, requiring carriers to abolish 
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the assigned car rule, it is pointed out, is still in effect. The 
railroads have had much more than the thirty days’ notice 
required by law, so that if the Commission decides to make 
the rule operative on September 1, there would be no trouble. 
Because more than thirty days have elapsed since the order 
abolishing the rule was promulgated, there are some who be- 
lieve the Commission could make the amended rules effective 
on less than thirty days’ notice. However, no one even Ssus- 
pects there will be reason for the commissioners to become 
agitated on the subject before November 1, if then. That is 
to say, the impression is general that the condition of the car 
supply will continue for an indefinite period to be liberal and 
a source of concern to both railroads and the mine operators 
because there is no traffic for the tens of thousands of coal 
cars now on sidings awaiting employment. 

The order promulgated July 5, putting off the effective date 
until November 1, is as follows: 


It is ordered that the order entered in this proceeding on 
June 13, 1923, which was by its terms made effective September 
1, 1923, and which was on July 25, 1923, modified so as to become 
effective on October 1, 1923, and on September 12, 1923, was further 
modified so as to become effective November 1, 1923, and on Octo- 
ber 9, 1923, was further modified so as to become effective De- 
cember 1, 1923, and on November 6, 1923, was further modified 
so as to become effective January 1, 1924, and on December 14, 
1923, was further modified to become effective on February 1, 
1924, and on December 19, 1923, was further modified so as to 
become effective April 1, 1924, and on March 3, 1924, was 
further modified to become effective June 1, 1924, and on May 
7, 1924, was further modified so as to become effective on August 
1, 1924, be and it is hereby further modified so that it will become 
effective on November 1, 1924, instead of on said August 1, 1924; 
but in all other respects the said order of June 13, 1923, shall 
remain in full force and effect. 


ABANDONMENT APPLICATIONS 


The Trafic World Washington Bureau 


The Lorain, Ashland & Southern Railroad Company has 
applied to the Commission for authority to abandon its entire 
line of railroad and all operations thereon, extending from 
Lorain to Custaloga, O., a distance of approximately 66% miles, 
including branches and terminals. The applicant said a suit 
had been filed and was pending in the District Court of the 
United States for the Northern District of Ohio, Eastern Divi- 
sion, seeking the foreclosure of the applicant’s first mortgage 
and the sale of the property and that the applicant had no 
defense to the suit. 

“The reason for the abandonment is that the operations 
of the railroad have been conducted at a loss since its incep- 
tion and the applicant is unable to raise the funds necessary 
for the payment of interest on its funded debt, or to pay its 
operating expenses, or to pay its outstanding current obliga- 
tions, or to make any improvements in the property or properly 
to maintain the same, or to assume the financial burdens 
imposed by the courts in the matter of elimination of grade 
crossings, or to repair and construct bridges required by the 
orders of county commissioners,” the applicant said. 


In a joint application the Rock Island, Arkansas & Louisi- 
ana Railroad Company and the Chicago, Rock Island & Pacific 
Railroad Company have asked for an: order authorizing the 
abandonment of 9.53 miles of line from a point near Winnfield, 
La., to a point near Packton, La. The line is owned by the 
Rock Island, Arkansas & Louisiana and operated under a 999- 
year lease by the Rock Island. The applicants said the line 
to be abandoned was paralleled by the line of the Louisiana 
& Arkansas and that it was proposed to obtain trackage rights 
over the L. & A. in lieu of the line to be abandoned. They 


said the proposed substitution of lines would result in economy 
of operation. 





ASK SUPPLEMENTAL ORDER 


The Trafic World Washington Bureais 


E. T. Gaines, attorney for the complainants in No. 14323, 
Cities of Marshall and Jefferson, Tex., vs. Texas & Pacific, et 
al., has asked for a supplemental order in that case such as he 
thinks necessary to bring about the condition at the complain- 
ing cities that was intended by the Commission when it made 
its report therein, 85 I. C. C., 117. Mr. Gaines acquitted the 
railroads of any intention to disregard the wishes of the Com- 
mission. He said it was the understanding of the two cities 
that the defendants, while contending that they had fully and 
in good faith complied with the terms of the present order, 
were willing to make any amendments necessary, to the tariffs 
as published, to give full effect to both the letter and the spirit 
of the Commission’s order. It was to that end, said Mr. Gaines, 
that the petitioning cities asked for clarification and amplifica- 
tion of the existing order so as to relieve it of any possible 
misunderstanding. 

The petition alleges use of an unwarrantably long mileage, 
an increase of rates from Atlantic seaboard territory not in- 
tended by the Commission, and a failure to make as extensive 
a mixture in publishing rates to Jefferson and Marshall as pro- 
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INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
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Motor Truck Delivery 
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We specialize in the DISTRIBUTION of local 
and pool car shipments 
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Free Switching to Warehouse 
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Negotiable Warehouse Receipts Issued 












The Weicker Transfer & Storage Company 


THE TRAFFIC WORLD 89 


New York-Baltimore-Norfolk- 


Pacific Coast Ports 
VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
July 12 July 19 July 21 
July 19 July 26 July 28 
July 24 July 31 Aug. 1 

THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
*ECUADOR 


July 22 July 24 

July 30 Aug. 1 

SANTA PAULA Aug. 6 Aug. 8 

THEREAFTER EVERY WEEK 
ata Mant, en ats owt, te 
a Norfolk and New 
FARES, to Los Angeles or San ec Nl FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zene 
S.S. NEWPORT sails from San Francisco July 19 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
ee Calif. 


605 Central poems Los 


630 Engineers a. Bide, 
142 So. Clark | Street 


UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


Great White Fleet 
Steamship Service <—& 


Regular Freight Sailings From 
New York, Boston and New Orleans 


TO 
CUBA COLOMBIA 
Havana Cartagena 
Santiago Puerto Colombia 
JAMAICA Santa Marta 


Kingston 
Port Antonio COSTA RICA 
Jamaica Outports Port Limon 


CANAL ZONE 
Cristobal 
PANAMA 
Bocas del Toro 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 
Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston a Orleans 


Room 134 uette Building, C 
Pacific Coast Agents—Huff hipping aS ‘Sen Francisco 





Ports of Guatemala 
and British an 
Spanish Honduras 








4 





vA Vd 
f f 


90 THE TRAFFIC WORLD 


vided in the Memphis-Southwestern case. It said that the 
things done or omitted to be done reduced a failure of the re- 
lief which the Commission intended to grant. 

Mr. Gaines said that notwithstanding the adverse com- 
ment of the Commission concerning the use of the three line 
haul from St. Louis to Shreveport via the Missouri Pacific, to 
Hope, Ark., the Louisiana & Arkansas to Stamps, Ark., and 
then the St. Louis Southwestern to Shreveport, the carfiers 
had calculated the mileage over that route in purported com- 
pliance with the Commission’s order and used the mileage in 
making rates from St. Louis by reason of that use of the longer 
mileage, Mr. Gaines said ten miles were added to the distance 
to Marshall. By the use of the practical two-line route through 


Texarkana, he said, the distance to Shreveport was 562 miles. 


and to Marshall five miles less. 

The petitioners said they believed the Commission intended 
to give them the same carload mixture as was applied to 
Shreveport. The carriers, they said, gave them a shorter mix- 
ture by simply using the commodities that had been mentioned 
in the Commission’s report as illustrative. They said the de- 
fendants, in order to meet the terms of the Commission’s order, 
had seen fit to change rates to Shreveport and by that means 
to increase the rates to Marshall and Jefferson, although giving 
to the latter points, the relationship of the rate figures resulting 
from the No. 9702, Memphis-Southwestern scale. They said it 
was not believed that the absence of a definite finding of un- 
reasonableness in the former Marshall and Jefferson rates was 
intended to afford the railroads a vehicle for an increase in rates, 
especially from Atlantic seaboard territory for the purpose of 
meeting the relationship terms of the order. Rather, it was 
understood, they said, that the order merely sought to give to 
Marshall and Jefferson a relationship over Shreveport to be 
determined upon the then existing rates to Shreveport with the 
addition of such amounts as would result from the greater dis- 


7 tances to Marshall and Jefferson. 





DESTINATION RETAIL VALUE 


The Central New Jersey Coal Exchange has announced the 
affirmance, by the New Jersey Court of Errors and Appeals, of 
the decision of the supreme court of that state, in Heidritter 
Lumber Co. vs. The Central Railroad of New Jersey, 122 Atl. 
691 (Traffic World, February 9, 1924, p. 374, answer to Louisi- 
ana), holding that the lumber company was entitled to recover 
the retail value of the coal lost from a car delivered to it. The 
supreme court, reversing the district court, held the consignee 
lumber company was entitled to recover, not the wholesale value 
at the place of shipment, but. the retail value at the place of 
destination, where it was impossible to replace the lost coal at 
wholesale rates. 

This, as nearly every other loss and damage case, raised 
the question how the value of‘the goods at destination when 
they arrived in damaged condition, or when they should have 
arrived if they were lost, should be ascertained. In the Traffic 
World to which reference is made, some of the cases on that 
point were cited and discussed, ‘the whole discussion being on 
how to apply the rule of the law, about which there is no serious 
dispute, if any at all. The destination value is the value for 
which the carrier is liable but the ascertainment of the value 
is the hard part in a loss and damage case. 


In addition to the question of how, there is a question as 
to what. That is to say, shall it be the wholesale or the retail 
value. Both are questions, largely of fact; that is, as to whether 
the goods in question were being handled on a wholesale or a 
retail basis, or whether that ordinary distinction could be used 
as the basis for the ascertainment of the loss sustained by the 
claimant, and which would not have taken place had the car- 


rier not failed in its duty to carry safely and with reasonable 
dispatch. 


Claims as to the importance and significance of the case, 
to which other shippers and carriers may not assent, are made 
by the exchange in a statement that is being circulated by F. C. 
Conkey, acting secretary. That statement, in part, follows: 


A decision handed down by the New Jersey Court of Errors 
and Appeals in the last few days in the case of the Heidritter 
Lumber Company, of Elizabeth, New Jersey, vs. the Central Rail- 
road Company of New Jersey will have an extraordinary effect on 
railroad transportation, and, as a matter of fact, will revolu- 
tionize the former precedents set in paying damages for goods 
lost in transit, according to Arthur Perselay, of Elizabeth, New 
Jersey, the attorney who handled this case so successfully for 
the plaintiff. 

The decision is the first of its kind to be given in any of the 
Atlantic States and sets a precedent awarding destination value, 
which, in_this case is the retail price, as damages for shipment 
lost in transit. 

In 1921 the Heidritter Lumber Company received a car of 
coal which was five tons short in weight. Suit was started by 
the company through Arthur Perselay, of Elizabeth, New Jersey, 
attorney for the Central New Jersey Coal Exchange Bureau. The 
issue involved in the litigation was whether the Heidritter Lum- 
ber Company was entitled.to the wholesale or retail price. The 
District Court of Newark, New Jersey awarded the plaintiff only 
the wholesale price of the coal lost plus the freight. On appeal 
the Supreme Court, in March, 1923, awarded the Lumber Com- 
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pany the retail price at its local market. This decision was af. 
firmed in June, 1924, by the Court of Errors and Appeals. 

Considering the conservatism of the New Jersey courts, it 
can readily be understood what a dominating and fundamenta] 
effect this decision will have on the courts of every state in the 
union in the manner of the railroads‘ position in paying claims 
on shipments lost or damaged. 


CONFISCATION ALLEGED 


The Trafic World Washington Bureah 


A brief in which confiscation is pointedly alleged has been 
filed by H. T. Newcomb and Walter C. Noyes, counsel for the 
defendants in No. 13472, United Paperboard Company, Inc., vs, 
Greenwich and Johnsonville et al. on an order re-opening the 
case which was decided and reported in 83 I. C. C., 712. In its 
decision division No. 4 found unreasonable and awarded repa- 
ration as to rates on birdseye anthracite coal and the charges 
accruing thereunder, from mines on the Delaware & Hudson, 
directly, to Thomson, N. Y., a point on the Greenwich and 
Johnsonville, the stock of whith company is owned by the 
Delaware & Hudson. The companies, however, are separate cor- 
porate entities, their accounts are kept separately and while 
they have some officers in common there are officers not com- 
mon to both companies. 

The rates were found unreasonable from March 1, 1920, 
onward and reparation was awarded, but not ordered. The 
rate order brought into operation a rate of $2.90 to replace a 
rate of $3.28 which had become effective July 1, 1922, replacing 
a rate of $3.64 which had been brought into operation as a 
result of Ex Parte 74. 

A motion to vacate that order, pending decision on the re- 
opened case, was denied June 2 last. In concluding their brief 
counsel for the defendants said the complaint should be dis- 
missed and the defendants permitted to collect the difference 
between the charge of $3.28 per ton and the amounts actually 
collected, on all shipments made since the effective date of the 
rate ordered by the Commission, the order being dated Novem- 
ber 9, 1923. 

No such order has ever been issued by the Commission. 
It is doubted whether it could enforce one of that kind. The 
tariff under which the railroad collected what they allege to be 
a rate so low as to amount to confiscation was filed in compli- 
ance with an order of the Commission. Had they collected 
more or less than the tariff rate they would have been liable 
to prosecution under the Elkins anti-rebate law. Had they 
gone to the courts asking for an injunction on the ground that 
the rate was so low as to be confiscatory they would have 
been face to mace with the court declaration that whether a 
rate is or is not confiscatory is a question of fact not to be 
answered unless and until it had been tried, and its effect 
ascertained. 2 

The order awarded reparation on the basis of a rate of 
$2.30 between March 1 and August 26, 1920, and $3.22 between 
the last mentioned day and June 30, 1922. 

The first proposition of the attorneys was that the con- 
tinued use of birdseye anthracite, even when the rate was $3.64 
and preparations for a continuance of the use of that kind of 
fuel in the future, in the face of testimony by the fuel consult- 
ant of the complainant that bituminous coal, considered merely 
as a fuel, was better, showed that its use was profitable to the 
complainant and therefore the rate was not unreasonable from 
the point of view of the value of the service rendered by the 
railroads. They contended that that showed the rate of $3.64 
was reasonable and that that rate, reduced in accordance with 
the order that became operative July 1, 1922, was reasonable. 

Their second proposition was that considering that neither 
separately nor jointly the net railway operating income of the 
Delaware & Hudson and the stock-owned subsidiary was any- 
where near the fair return declared by the Commission, the 
rates in the two reparation periods preceding July 1, 1922, were 
not excessive. They made the same kind of contention respect- 
ing the rate after July 1, 1922. 

After reviewing the facts pertaining to earnings of rail- 
roads for the six months’ period following the end of federal 
control the attorneys said that operating deficits, such as were 
common then, “afford no support for any conclusion that the 
rates superseded on August 26, 1920, were unreasonably high, 
but on the contrary do support the conclusion that higher rates 
would have been fully warranted at any time during a long 
period prior to the date of adjustment, at least as far back as 
March 1, 1920. Any conclusion other than the latter is flag: 
rantly opposed to notorious facts and to common sense.” 

They asserted there was no testimony in the original rec 
ord as to conditions in the period following the end of federal 
control, nevertheless division No. 4 appeared to have reduced 
the rate for no reason whatever except that such an adjustment 
would produce the same percentage relation between the rate 
that was to be established for the future and the rate approved 
for the period, March 1 and August 25, 1920, as between rates 
not made the subject of complaint to the Commission. The lack 
of testimony as to conditions bétween March 1 and August 23, 
1920, they said, had been remedied on re-hearing, particularly 
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Via Panama Canal 
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Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La, 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 
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Mr. Traffic Man: 
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How to Reach the 
Principal Ports of the World 
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by exhibits of the defendants. Those exhibits, they said, showed 
that the net railway operating income of the two defendants 
was $56,160, on a property investment of $120,015,801. On the 
rate of fair return fixed by the Commission they were entitled, 
for the six months’ period, to a return of $3,600,474. Instead of 
6 per cent the return was 1.44 per cent for the Greenwich and 
Johnsonville and .08 for the Delaware & Hudson, or a combined 
return of one-tenth of one per cent. Between August 26, 1920, 
and July 1, 1922, the combined return would have been 5.2 per 
cent because the full evil effect of the coal and shopmen’s strike 
in 1922 was not apparent until the end of that year. Averag- 
ing the return for the three calendar years they said the 
smaller railroad had a return of 0.42 and the larger of 2.85 
per cent, only ten months of 1920 being included. 

As to the division’s treatment of the haul as being over 
one line because the Delaware & Hudson owned the stock 
of the short line and had trackage rights for thirteen miles 
over the Boston & Maine, counsel pointed out that $20,000 
a year was paid for the trackage right and that the Boston 
& Maine did not renew it at the old rate when the contract 
expired, but demanded a higher rental. They pointed out that 
the modus vivendi between the Delaware & Hudson and the 
Boston & Maine provided for the retroactive application of 
whatever terms might be agreed upon as a result of negotia- 
tions looking toward a renewal of the contract. They said 
that if the contract was not renewed the haul over the two 
defendants would be some seventy miles greater because the 
junction between the Delaware & Hudson and its. stock- 
owned subsidiary would have to be used, unless a joint rate 
with the Boston & Maine were required, in which event the 
haul certainly would be two-line. They insisted that the haul 
was two-line, even when there was a trackage right over the 
Boston & Maine, because of the separate organization of the 
short line. In support of that they cited the opinion of the 
Supreme Court of the United States in Pullman’s Palace Car 
Co. vs. Missouri Pacific, 115 U. S. 587, in which that court 
said that while the Missouri Pacific owned all or nearly all 
the stock of the Iron Mountain, in no legal sense was the 
Iron Mountain controlled in the acts of the Iron Mountain board 
of directors, by the Missouri Pacific. 


ALASKA RAILROAD AFFAIRS 


The Trafic World Washington Bureau 


Secretary of Interior Work has announced the appointment 
of Noel W. Smith, assistant to the general manager of the 
Pennsylvania Railroad, as special assistant to the Secretary of 
the Interior to make a detailed study of the Alaska Railroad. 
Mr. Smith, who was granted a leave of absence by the Penn- 
sylvania Railroad, will proceed at once to Alaska. Under this 
title he will serve as a personal representative of the Secretary 
in the supervision of construction, operation and maintenance, 
finance, the personnel and other activities of the Alaska Rail- 
road in the field. Mr. Smiths’ appointment contemplates the 
making of a complete survey of the road and such reorganiza- 
tion as may be necessary for its betterment. 

The request of Secretary Work to borrow the services of 
Mr. Smith from the Pennsylvania Railroad was made three 
months ago for the purpose of obtaining a railroad official ex- 
perienced in railroad reorganization. Mr. Smith started his 
services with the Pennsylvania Railroad as a clerk in his sum- 
mer vacations in 1887 and in 1893 he became a permanent em- 
ploye as a rodman. Since then he has advanced steadily, serv- 
ing as assistant supervisor, supervisor, assistant engineer, super- 
intendent of the Central division and later the Middle division. 
In 1918 he was promoted to general superintendent. In 1921 
Mr. Smith was assigned to special duty, reorganizing the D. 
C. & A. Railroad and the M. D. & V. Railroad, both branches 
of the Pennsylvania Railroad, in the capacity of assistant to 
the general manager. 

In a statement Secretary Work said: 


. 


As a result of several months’ search for an expert in railroad 
organization and management, who could be temporarily relieved 
from his duties, I have appointed Mr. Smith of the Pennsylvania 
railroad to survey the physical condition and organization of the 
Alaska railroad, its freight and passenger possibilities and to make a 
comprehensive report with recommendations on its requirements, 
policy, and necessities. Since the completion of the Alaska railroad 
no report has ever been made by an experienced railroad operator. To 
carry out this obvious necessity was the purpose of this appointment. 


A dispatch from Anchorage, Alaska, to the effect that Lee H. 
Landis, federal manager of the Alaska Railroad, might resign 
as the result of reinstatement by Secretary Work, of the De- 
partment of the Interior, of three employes of the road that 
had been dismissed by Landis, was met with the statement at 
Secretary Work’s office that Landis had not tendered his res- 
ignation and that it had not been requested. It was explained 
that the employes were reinstated pending an investigation by 
the Interior Department. The dispatch from Anchorage said 
the reinstatement order followed protests by other employes 
and citizens against the dismissal of the three employes. It 
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indicated that the basis for Landis’ action was an order from 
the Interior Department to retrench “to the core.” 


SOUTHERN PACIFIC PIERS 


The Trafic World New York Bureay 


The Merchants Association of New York has appealed to 
the city authorities to delay their plan to take Piers 51 and 52, 
North River, from the Southern Pacific Co. for the purpose of 
establishing a municipal market, according to a letter to Murray 
Hulbert, President of the Board of Aldermen, and signed by 
Secretary S. C. Mead, the text of which was made public this 
week. The letter said in part: 

For many years the Southern Pacific Company has supplied 
the City of New York with canned goods, dried fruits, edible 
nuts, rice and onions, originating in the West and Southwest, 
at rates substantial lower than can be obtained over rail lines. 
At the present time the Southern Pacific Company’s Piers 51 and 
52 are practically the distributing points for all Texas and 
Louisiana rice and onions, the latter being a highly perishable 
commodity. 

Any step taken that would force the Southern Pacific to 
discharge its steamers elsewhere would tend very greatly to 
increase the cost of food products handled by this company and 
would place the rates on a substantial parity, or in some cases 
make them even greater, than apply via the all-rail routes, and 
necessarily increase the cost of these commodities to the con. 
sumer. 

From the study we have been able to make we are convinced 
that if these two piers are taken away from the Southern Pacific 
Company it will have a serious effect upon the New York 
merchants who distribute their goods from the Southwest in 
competition with the Central West, which is always insisting 
that it be given the benefit of rates made from this port on the 
ground of business competition. 

Following the protest of the Merchants Association against 
the proposed elimination of the Southern Pacific Piers Nos. 51 
and 52, North River, officials of the company announced that it 
will fight the proposal strongly, even if this involves taking the 
issue to the courts and applying for an injunction. 

Others familiar with the situation say that there are a 
number of sites along the waterfront as suitable as the Southern 
Pacific piers for the contemplated municipal markets, which will 
cost between $5,000,000 and $10,000,000. 





UNCONTESTED FINANCE CASES 


The Florida East Coast has been authorized to have issued 
$1,875,000 of equipment trust certificates through the Bankers’ 
Trust Company of New York and to sell them at not less than 
98.25 per cent of par and accrued dividends in connection with 
the procurement of equipment. 

The Texas & Pacific has been authorized to issue a nole 
or notes for $4,400,000, payable to the order of the Director- 
General of Railroads, and to pledge as security therefor $5,500, 
000 of general and refunding mortgage bonds. The notes will 
be issued in respect of the funding of additions and betterments 
made in the period of federal control. 

The Lehigh & New England has been authorized to issue 
$2,000,000 general mortgage gold bonds to be sold, from time 
to time, to December 31, 1924, at 100 per cent of par and ac. 
crued interest. The proceeds will be used for the company’s 
lawful corporate purposes. 

The Chesapeake & Ohio has been authorized to issue and 
sell $18,000,000 of equipment trust certificates at not less than 
98 and accrued dividends in connection with the procurement 
of equipment. 

The Union Terminal Company of Dallas, Tex., has been 
authorized to extend the maturity date of $510,000 of two-year 
5 per cent unsecured notes from October 10, 1924, to October 10, 
1925, by entering into agreements with the holders thereof, and 
for the payment of interest thereon at a rate not exceeding 
6 per cent from October 10, 1924, until paid. 

The Hocking Valley has been authorized to assume obli- 
gation and liability in respect of $1,740,000 of equipment trust 
certificates to be issued by Union Trust Company of Cleveland 
and to be sold at not less than 98 per cent of par and accrued 
dividends in connection with the procurement of equipment. 


PROPOSED WYOMING LINE 


The Wyoming & Colorado Short Line Railroad Company 
has applied for a certificate of public convenience and necessity 
authorizing construction and operation of a line of railroad from 
Casper, Wyo., in a generally southwesterly direction to the state 
line between Colorado and Utah, and to acquire and operate as 
a part of said line any line or lines of railroad now wholly or 
in part constructed over said route. The total number of miles 
of main track of the proposed railroad would be approximately 
380 miles. The applicant said the line would reach a territory 


having oil, gas, iron deposits, coal and rich agricultural possi- 
bilities. 
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ROCHESTER, N. Y. 





GENERAL MERCHANDISE STORAGE 
































UT beyond the world of hundrum lies a land 
where romance lingers. A realm of rosy 
mountain tops where cluttered desks and 

household cares are soon forgotten; where children 
scamper through happy days and grow robust in 
the delightful mountain climate. 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Take a Burlington train to Denver—gateway to all of Colorado’s 
great vacationland. Visit Rocky Mountain National - Estes Park, 
Colorado Springs or any of a hundred fascinating wonder spots. 


sik AEE ERC 


Insurance rate 12 cents per $100.00. 


Two weeks is ample time. Special Summer Tourist 
fares to Denver, Colorado Springs and Pueblo, $41.00. 


Burlington, the route of Greatest Comfort, provides a service 
that anticipates your every travel wish. Thousands choose the 
Burlington for its superb equipment, its hospitality and thoughtful 
attention to all things, big and small, that make yourtrip enjoyable. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 





Reservations, Information, Illustrated Booklets 


5 Burlington 
| B.R. & P. Warehouse, Ine., ®°s"¢s**" SEE © SUSUO, Pose, Seutiee Monger 


Chicago, Illinois 
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| Oxtavoma Grrr, Oxus Dollar Line 





and CARGO Steamship 


“PRESIDENT HARRISON” 


Sails from NEW YORK, July 24, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles Honolulu Shanghai Manila Penang 
San Francisco Kobe ng Kong Singapore Colombo 


“PRESIDENT VAN BUREN’ 


Sails from SAN FRANCISCO, August 7, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Honolulu Shanghai Manila Penang 
Kobe Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 


THROUGHG BILLS OF LADING—For the convenience of Exporters and Importers, 
throuuh bills of lading will be issued at point of shipment from all interior points 
in the United States and Canada to Foreign ports and from foreign ports to interior 
destinations in the United States and Canada, via New York, Boston, San Fran- 
cisco or Vancouver. 


Dependable Service Regular Sailings Unsurpassed Facilities 


For all information’as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


PEL FETE RON REESE I 5.88 tym: 













_—- S S==== 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 























Free Switching From All Lines sacny Posse sayin eee vee 

. 15 Moore Street 112 W. Adams St., Cent. 0906 

Merchants Southwest Fireproof Warehouse Company | | BiviMONE mame: {AN ERAS Regt Dae ade 
lo toa diel 128 W.BeteSt. SEATTLE............ L. C. Smi 






1 East Grand Avenue 





Digest of New Complaints 


No. 15788, Sub. No. 1. The Parkersburg Rig & Reel “o., Parkers- 
burg, W. Va., vs. B. & O. -t al. 

Inapplicable, illegal, unlawful, unjust and unreasonable rates 
on carload shipments of iron aad stsel articles from Bethlehem 
Pittsburgh and Allegheny, Pa., and from New Philadelphia, Steu- 
benville and Bridgeport, O., to Parkersburg, W. Va., where said 
articles were fabricated into steel tank material and thence for- 
warded in an unfinished state k. d. to destinations in Montana 
and Wyoming; also alleges that failure to grant fabrication in 
transit on certain shipments in connection with through inter- 
state rates from points of origin ro destinations, resulted in un- 
just discrimination and undue prejud:ce to complainant and on 
its traffic, to the undue preference of fabricators at Pittsburgh, 
Pa., Wheeling, W. Va., Warren, Youngstown, Cleveland, Canton, 
Massillon, Akron and Cincinnati, O., and points similarly situ- 
ated. Asks cease and desist order, just and reasonable rates 
with right to fabricate in transit at Parkersburg, W. Va., and 
reparation. 

No. 16008. Friderichsen Floor and Wall Tile Co., Independence, Mo., 
vs. Santa Fe et al 

Unjust, unreasonable, preferential and prejudicial rates on fuel 
oi] in excess of the combination of intermediates from Kansas 
and Gklahoma points to Independence, Mo. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 16009. Blue Valley Ice & Storage Co., Kansas City, Mo., vs. Chi- 
cago, Rock Island & Pacific et al. 

Unjust, unreasonable, preferential and prejudicial rates on fuel 
oil from Kansas and Oklahoma points to Leeds, Mo. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. —" Seitz Packing Co., et al., St. Joseph, Mo., vs. Santa Fe 
ct al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates ou fuel and crude oil from points in Kansas and Oklahoma 
to St. Joseph, Mo. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. 16013. George W. Bartlett et al., Caldwell, Idaho, vs. Caldwell 
Traction Co., Ltd., et al. 

Excessive, unjust, unreasonable, prejudicial and discriminatory 
rates and charges on all commodities from and to points on the 
lines of the Caldwell Traction Company in Canyon County, Idaho, 
specific commodities named being coal, fruits, grain and grain 
products, fruit spray, fresh vegetables, dairy products, honey, 
live stock, hay, straw, salt, brick and cement. Asks cease and 
desist order, just and reasonable rates. 

No. 16014. The Western Auto Supply Agency of Los Angeles, Calif., 
vs. C. B. & Q. et al. , 

Unjust and unreasonable rates on two less than carload ship- 
ments of counterbalance weights from Clarinda, Iowa, to Seattle, 
Wash. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16015. Sam Karnowsky, Rensselaer, Ind., vs. C. I. & L. et al. 

Unreasonable, discriminatory and prejudicial charges on ship- 
ments of scrap iron from Rensselaer, Ind., to points in Mich- 
igan. Asks cease and desist order and reparation. 

No. 16016. Savannah Traffic Bureau, Inc., Savannah, Ga., vs. Sayan- 
nah & Atlanta. ; : 

Unjust, unreasonable rates, in violation of Section 4, on lumber 
from various points of origin in Georgia, to Savannah, Ga. Asks 
cease and desist order and just and reasonable rates. 

No. 16017. The Wichita Chamber of Commerce et al., Wichita, Kan., 
vs. Santa Fe et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
wrapping paper, toilet paper, paper nafkins and paper towels, 
from points in Wisconsin and Michigan to Wichita, Kan. Asks 
reparation. 

‘No. 16018. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
vs. New York Central et al. : 

Alleges that defendants unlawfully collected charges in viola- 
tion of Sections 1, 2 and 3 of the act, on 54 packages of printing 


paper from Niagara Falls, N. Y., to Roanoke, Va. Asks repa- 
ration. 
No. 16019. Chess & Wymond Co. of Louisiana, Jackson, Miss., vs. 


Alabama & Vicksburg et al. : 

Unjust and unreasonable rate on rough staves and headings 
from Cherokee, Ala., to Jackson, Miss. Asks rate not in excess 
of 21 cents, and reparation. d 
No. 16020. Manufacturers’ Association of Chicago Heights, IIll., on 

behalf of Chicago Heights Oil Manufacturing Co. vs. B. & O. 
et al. Thal Ja l3eree = SPO 

Unjust, unreasonable, discriminatory, preferential and _preju- 
dicial rates on carload shipments of soya beans from points in 
Virginia and North Carolina to Chicago Heights, Ill. Asks cease 
and desist order and reparation. 

No. 16021. J. C. Budding Co., Lancaster, Pa., vs. Pennsylvania, 
Unjust, unreasonable, preferential Or prejudicial rates on 
crushed stone, reconsigned or reshipped, from Port Deposit, Md., 
to Mendenhall, Pa. Asks cease and desist order, mileage scale 
rates prescribed in I. C. C. cases Nos. 9389 and 9532, subject to 
various general advances and reductions, in lieu of. the official 
classification ratings of sixth class, and reparation. 
No. 16022. Arkansas Jobbers & Manufacturers’ Association, Little 
Rock, Ark., vs. Santa Fe et al. 

Unreasonable, discriminatory, prejudicial and preferential rates 
on hay, in violation of Sections 1, 2, 3, 4 and 13, of the act, 
from points in Texas and New Mexico to points in Arkansas 
and Louisiana and to directly intermediate points. Asks cease 
and desist order, just, reasonable, non-discriminatory and non- 
prejudicial rates. 

No. 16023. \ cca Commercial Company, Kingman, Ariz., vs. 
Fe et al. 


Unjust and unreasonable charges on shipments of steel drums 
and cases of carbide of calcium from Duluth, Minn., to King- 
man, Ariz. Asks reparation. 
sist order, and just, reasonable and non-prejudicial rates. 
No. 16030. Jackson Paper Co., Jackson, Miss., vs. Alabama & Vicks- 
burg et ‘al. 

Unjust, unreasonable, discriminatory and preferential rates on 
crepe toilet paper from Richmond, Va., Atlanta, Ga., Birming- 
ham, Ala., New Orleans, La., Boston, Mass., Philadelphia, Pa., 
and Albany, N. Y., to Jackson, Miss. Asks for order requiring 
railroads to so amend their tariffs and classifications that a rea- 
sonable minimum weight that can be reasonably loaded in a car 
be provided so as to apply on crepe toilet paper and that said 
minimum in no case exceed 18,000 pounds. 


Santa 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 


and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
—s in his work. 

1¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Routing and Misrouting 


Illinois.—Question: referring to your answer to “Ohio,” in 
Traffic World, of June 14, concerning the publication of the Com- 
mission’s Service Order No. 22 of July 25, 1922. 

Your answer is specific as regards the routing and rerouting 


of freight by carriers contrary to shipper’s billing instructions,, 


but how would this service order apply if, for instance, a ship- 
per, knowing that the route via which a specific rate applied 
was embargoed or blockaded, and that a route via another un- 
specified or unauthorized tariff route was open, tendered bill- 
ing to the carriers specifying the unauthorized tariff open route, 
Would the service order in a case of this kind be binding on 
the carrier or would the higher rate apply? 

Answer: In North Packing & Provision Co. vs. Director: 
General, 73 I. C. C. 749, the Commission held that a route justifi- 
ably embargoed against certain traffic is not available to a 
shipper tendering such traffic; that a carrier participating in 
such route may refuse to accept a shipment so tendered and 
is not bound to protect the rate over such embargoed route if 
the shipper elects, because of such embargo, to forward his 
shipment by a more expensive route. 

Again in Empire Refineries, Inc., vs. Director-General, 74 
I. C. C. 691, the Commission held, with respect to General Order 
No. 1, after which the Commission’s Service Order No. 22 was 
patterned, that while it did not deprive a shipper of protection 
of the rate applicable over a route designated by him when a 
shipment was moved by the Director-General over another route 
for expediency or efficiency, it did not provide for the applica- 
tion of a lower rate available over another route, when ship- 
ments moved over the route designated by the shipper. 

Therefore, in the instance you outline, it is our opinion 


that the rate applicable via the route designated by the shipper 
must be applied. 


Liability of Carrier for Concealed Loss 

Massachusetts.—Question: We had a shipment of 92 crates 
of electrical appliances shipped from New York City, via steamer 
to Boston. On arrival at Boston the shipment was delivered 
to us in apparently good condition. On opening same we found 
that two amplifying sets were missing from one crate. We im- 
mediately got in touch with the steamship company and had 
their representative call and inspect the case. He made proper 
notation of the shortage on the freight bill. We immediately 
filed claim with the steamship company for the value of this 
shipment, which is $48. The steamship company acknowledged 
and agreed that their representative made a record that same 
was short and also that he verified the loss as claimed by us. 
However, they do not question the fact that we actually sus- 
tained a loss and the question before them seems to be just 
where the loss took place. 

They claim delivery of the shipment in Boston in identically 
the same condition as they received it. They are holding 
our claim receipt accordingly, notwithstanding the fact that their 
representative made the notation of the shortage. In view of all 
these facts they say there is nothing in this which would placé 
any liability on the steamship company, and our claim is re- 
spectfully declined. 

Answer: From a legal standpoint claims for concealed loss 
or damage are as valid as any other kind; the only difference 
is that, in case of concealed loss or damage, it is more difficult 
to establish the proof necessary to prosecute the claim. It has 
been held that, in order to recover the value of goods lost under 
circumstances which bring the case under the category of a 
concealed loss, the plaintiff must prove that the loss occurred 
while the goods were in the carrier’s possession. 

With respect to shipments involving concealed damage, it 
is very difficult for either the carrier or the consignee to know 
their condition on arrival at destination and, therefore, impos- 
sible for the consignee to note their condition upon the receipt 
for the same. On the other hand, where a shipment has been re- 
ceived by the consignee hauled to his place of business and held 
in its original package for any considerable period of time, there 
is always an opportunity for loss or damage after the shipment 
has been delivered to the consignee. The carrier is liable for 
only such loss or damage as occurred during the time the ship- 
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President Grant—One of the five sister ships—showing cargo handling facilities 


especially designed for rapid handling from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 


An American Line operated for American shippers over 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


the shortest, fastest route to the Orient. 





NEWPORT NEWS, 
VIRGINIA 


The inauguration of Philadelphia & Norfolk Steamship 
Company service between Philadelphia and Newport 
News, effective June 20th, tri-weekly sailings, now fully 
completes the restoration of Kanawha Dispatch pre-war 
differential service, as follows: 


Merchants & Miners Transportation Co., between 
Boston and Providence and Newport News. 


Old Dominion Steamship Co., between New York 
and Newport News. 


Philadelphia & Norfolk Steamship Co., between 
Philadelphia and Newport News. 


Chesapeake Steamship Co., between Baltimore 
and West Point, Va. (Southern Railway to 
Richmond.) 


Richmond-New York Steamship Co. 


Daily Through Package Cars are Made 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JEFFERSON. .... ....cccccceees July 19 
I iii cs ceenetaeenbeeene July 31 
PRESIDENT MADISON ............cccesees Aug. 12 
PRESIDENT McKINLEY ................00. Aug. 24 
PRESIDENT JACHOON ..... cc ceccccceee Sept. 5 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


From 
Newport News 
To 
Lynchburg, Va. C&O ‘ 1st morning 
Charlottesville, Va. se is 
Clifton Forge, Va. $4 = . 
Charleston, V5. * 2nd“ 
Huntington, wiva: “ sa - 
Ashland, Ky. - ” ” 
Lexington, Ky. i = “4 
Cincinnati, Oo. - = . 
Indianapolis, Ind. “ Big Four Sra “* 
Chicago, Til. “4 xy - 
Louisville, Ky. * i - 
Evansville, Ind. “« Sou. = - 
Evansville, Ind. “« LH&StL - = 
Owensboro, Ky. “« LH&StL ” v4 
St. Louis, Mo. “« Sou. 4th “ 
St. Louis, Mo. “ Big Four e - 
Oelwein, Ta. « CGW " - 
Kansas City, Mo. “ Sou-RI Sth “ 
Denver, Colo. “« CB&Q Tth * 


Baltimore freight will be handled in this service from 





Cebu, Iloilo. 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


ioc alas yas his ise eas arava July 24 
WHEATLAND MONTANA................... July 27 
EI 25 ort oa. hci Ih ete i ee Aug. 21 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, 





Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 


Randolph 7739 


Richmond, Va. 


In pre-war days the Kanawha Dispatch was an exceed- 
ingly popular route with shippers, and the restoration of 
dependable service in C. & O. manifest trains with Pass- 
ing Report information will be of considerable interest to 
the shipping public at this time. 


New York—32 Broadway, Phone Broad 0580. 
Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 
Portland—101 Third St., Cor. Stark. 
Seattle—4109 L. C. Smith Building. 


L. L. BATES. General Freight Agent, Seattle, Wash. 


ADMIRAL ORENTAL (|KF 





U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 





Newport News Chamber of Commerce 


R. H. VAUGHAN, Ass’t Genera 
of Through Traffic, C. & O. 


ADDRESS 


Cincinnati, Ohio 


1 Freight Agent in charge 
Ry. 


JAS. HARRIS, General Eastern Agent, C. & O. Ry. Co. 


O. N. SEELY, New England Agent, C. & O. Ry. Co. 


299 Broadway, New York City 


ston, Mass. 


O. W. HARRIS, Commercial Agent, C. & O. Ry. Co. 


Philadelphia, Penna. 


W. L. DIVINE, Foreign Freight Agent, C. & O. Ry. Co. 


299 Broadway, New York City 
Also Newport News, Va. 
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ment was in its possession, and it will therefore be necessary, 
in making out a prima facie case against the carrier, to prove 
that the shipment was in good condition when received by the 
earrier, and that it was damaged when delivered to the consignee 
and that the damage did not occur during the period when it 
was in its possession. 

The shipper must show delivery to the carrier in good cop- 
dition, the recital in the bill of lading to the effect that the 
goods were received in apparent good condition pertaining to 
the instrument as a receipt, it being open to the carrier to show, 
as against a claim that the goods were damaged during trans- 
portation, that the damaged condition existed at the time of the 
receipt of the goods, but was not apparent on inspection. 

Such a statement relates only to external conditions, and 
does not make out even a prima facie case against the carrier 
with reference to damage not thus apparent. But the recital 
of good condition or apparent good condition does make out a 
prima facie case against the carrier that the goods’ were in 
apparent good condition so far aS ordinary inspection without 
opening the packages would disclose. The burden of proof is 
on the carrier to show that the goods were not in such apparent 
good condition when received. The rule, as generally stated, is 
that the recital as to the condition of the goods is prima facie 
evidence only as to that fact, and the carrier may show to the 
contrary. 

The notation to which you refer is not, as we see it, an 
admission by the carrier that it was responsible therefor, but 
only that a shortage existed. Whether the loss occurred while 
the goods were in the possession of the carrier is a question 
of fact. 

Rates Published as Percentages of Class Rates Are Not Specific 
Commodity Rates 

Ohio.—Question: In your repiy to “Wisconsin,” on page 1544 
of The Traffic World of June 14, fourth paragraph, you state 
that the rate published as 80 per cent of the fifth class rate is 
not a commodity rate because its determination requires the 
use of the class rate. 

If you will refer to page 630 of The Traffic World of October 
2, 1920, you stated that when an article takes a percentage of 
a class rate, such a rate is a commodity rate and not a class 
rate, citing as authority Boldt Paper Mills vs. Director-General, 
55 I. C. C. 331. As these two conflict, will you kindly advise 
which is correct? 

Answer: The Commission’s opinion in Charles Boldt Paper 
Mills vs. Director-General, 62 I. C. C. 471, is the result of a re- 
hearing of Docket 10512, the original report in which appeared 
in 55 I. C. C. 331. In the later report the Commission overruled 
its former report. 


Shipper’s Load and Count 

California.—Question: With reference to your answers, un- 
der the above caption on pages 1426 and 1647 of the May 31, 
1924, and June 28, 1924, Traffic World, the particular point that 
I desire an opinion on is the obligation, if any, of the carrier to 
furnish a checker to verify the lading, and thereafter issue a 
clean bill of lading at points where the carriers maintain fa- 
cilities for doing this. 

In that portion of your answer, page 1426, issue of May 31, 
referring to Ponchatoula Farmers’ Association vs. Illinois Cen- 
tral, etc., I take it that the effect of the Commission’s decision 
is to require a carrier to furnish a checker for loading on team 
tracks or public loading tracks at stations where facilities are 
provided for receipt and delivery of freight, but that it could 
not be required to send checkers to the shipper’s warehouses 
located on industrial tracks. 

Answer: Where delivery to a carrier is made on the car- 
rier’s team track or at a public receiving station, it does not 
necessarily follow from the opinion in the case referred to by 
you that a carrier could be required to furnish a check clerk, 
but it could not lawfully place the shipper’s load and count nota- 
tion on a bill of lading, and the ordinary presumption raised 
by its issuance of an unqualified bill of lading would applye 

Where the shipper’s load and count notation is not shown 
on the bill of lading, the burden is upon the carrier to show 
that, notwithstanding his receipt for the goods in apparent good 
order, or for a stated amount thereof, the goods were not in 
fact received in good order or that the amount stated in the 
bill of lading was not in fact received for transportation. 


Reconsignment—What Constitutes Within Meaning of Rule 2-B 
of Demurrage Tariff 


New York.—Question: Will you please advise how demur- 
rage charges as per National Demurrage Tariff 4-D, I. C. C. 1466, 
should be applied in the following instances: 

A firm of brokers shipping potatoes consigned to themselves 
at a New York station have placed with the local agent instruc- 
tions to so switch their cars on arrival that they will not be 
placed until “turn over” orders are received from them to de- 
liver to other consignees on payment of all charges. Does this 
constitute diversion as applied in rule 2-B-1 of National Demur- 
rage tariff? 

Cars consigned to public track delivery and turned over 
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after placement to another firm located on private track within 
terminal, but requiring switching movement within terminal for 
which charge is made for secondary placement. Are such cars 
subject to rule 2-A or 2-B of Demurrage Tariff? 

Answer: In Boston Chamber of Commerce vs. Director- 
General, 59 I. C. C. 73, the Commission held that where cars 
are handled as you describe in the second paragraph above, such 
handling constitutes a reconsignment thereof. The provisions 
of rule 2, section B, of the Demurrage Tariffs are therefore ap- 
plicable thereto. 

With respect to cars handled as you describe in the fourth 
paragraph above, see rule 13 of the Uniform Reconsigning Rules, 
which reads as follows: “Diversion or Reconsignment to Points 
Within Switching Limits After Placement: Cars that have been 
placed for unloading and which are subsequently reforwarded 
without being unloaded to a point within switching limits of the 
billed destination will not be subject to the diversion or re- 
consignment charges, but will be subject to the rate or charge 
for local movement in addition to the rate from point of origin 
to billed destination.” Such cars are apparently subject to the 
provisions of rule 2, section 1, of the Demurrage Tariffs. 
Limitations—Filing of Claims with Commission Covering Ship- 

ments Moving During Federal Control 

Texas.—Question: Section 206-C of the transportation act 
of 1920 authorizes claims for overcharge to be filed within one 
year after the termination of federal control. Can you advise 
to what date the period for filing claims was extended; if pos- 
sible, also cite administration order number. 

Answer: The one-year period of limitations within which 
claims covering shipments moving during federal control could, 
under the provisions of section 206-C of the transportation act, 
1920, be filed with the Interstate Commerce Commission, was 
extended for a period of one year and six months by Senate bill 
S-261, approved February 24, 1922, amending section 206-C of 
the transportation act, 1920. 

Duty of Carrier to Furnish Suitable Cars Applies to Switching 
Movements 

Texas.—Question: Does a shipper requiring box cars of 
standard size and capacity for switching goods comprising sev- 
eral carloads enjoy the right to demand that the carrier origi- 
nating the business furnish cars with good roofs, say, 36 feet 
long and 80,000 pounds capacity, and refuse to accept or load 
unsuitable or smaller cars which the carrier may own, but 
which are obsolete and cannot be used in line service? 

Answer: It is the primary duty of the common carrier to 
furnish vehicles suitable in every respect in building, strength, 
and mode of construction, for the safe transportation of the 
various kinds of property which are uSually carried by it, and 
any failure to observe its duty in this regard will render it 
liable for loss or injury caused thereby. 

In the fulfillment of its duty to provide safe and suitable 
cars for the transportation of goods offered, the carrier must 
provide cars which will protect the goods from the elements, 
and no defect in the cars will excuse a carrier from liability 
on proof of injury to the goods. The above is applicable, so 


far as we can see, to a switching movement as well as to a 
road-haul movement. 


Cars—Duty of Carrier with Respect to Furnishing for Switch 
Movement Cars of Size Ordered by Shipper 

Texas.—Question: Can a carrier furnishing cars of smaller 
or less capacity than those ordered for intra-city switching 
legally enforce payment of published switching charge regard- 
less of the fact tnat the carriers’ failure to furnish the kind 
of car ordered involves the employment of more cars than other- 
wise would be necessary? 


Answer: In Tull & Gibbs vs. Norfolk & Western Ry. Co., 
55 I. C. C. 17, the Commission said that where there is a uniform 
minimum for cars of all lengths, the carrier is not required to 
furnish a car of any specified length, but is under the duty of 
establishing a minimum weight that can be reasonably loaded 
into a car of the size furnished. 

The Commission also said in Deitly vs. N. Y. C. R. R. Co., 
46 I. C. C. 317, that the mere failure of carriers to provide “two- 
for-one” rules is not prima facie unreasonable unless graduated 
minimum weights are provided for cars of different sizes. We 
ean locate no cases which deal specifically with the question of 
whether a carrier must furnish, for switch movement, a car of 
the size ordered by a shipper. 

However, see ‘Cutler Co. vs. M. St. P. & S. S. M., 47 I. C. C. 
249, with respect to the “two-for-one” rule where varying mini- 
mums are provided for in connection with a given rate. 
Reparation—Legal Right to Reparation Not Precluded by Prom- 

ise of Shipper Not to Claim Reparation if Lower Rate 

Established 

New York.—Question: We had occasion to make several 
carload shipments from “A” to “B” and, as there was no com- 
modity rate in effect, were obliged to pay freight based on a 
class rate. 

Upon requesting the initial line to establish a commodity 
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A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bill of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York West-Bound Eastbound from San Francisco Los Angeles 
S.S. Manchuria July 31 S.S. Finland July 26 July 28 
S.S. Kroonland Aug. 14 S.S. Manchuria Aug. 23 Aug. 25 


S.S. Finland Aug. 28 S.S. Kroonland Sept. 6 Sept. 8 


and regularly thereafter 
ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


1 BROADWAY, N. Y. C. 
Tel. Bowling Green 8300 


PIER 61 North River, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles— San Francisco—Oakland—Portland—Seattle—Tacoma 











View of the Smith Cove Terminal, the Largest Commercial Piers in the World 


Port of Seattle Public Terminals are unexcelled on the Pacific Coast 
for handling imports from the Orient, Silk—Gunnies— 
Tea—Rattan—Peanuts, Etc. 


Write Traffic Dept., Bell St. Terminal, for full information 
cee 
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cate, they advised they would do so, provided we did not enter 
any reparation claim on the shipments which had already moved. 

Without checking the number of shipments in question and 
being under the impression that only a few cars moved, we 
requested the carrier to establish the rate immediately and we 
would not enter any reparation claim, as we wanted the com- 
modity rate put into effect as soon as possible so as to apply 
on future shipments. 2 

We now find that instead of only a few cars, there were 
fourteen cars shipped, and we want to know on what authority 
the carrier stated that they would only publish the commodity 
rate provided we did not enter any reparation claim, and can 
we enter a reparation claim and would it be handled properly 
in view of the above? | 

Answer: £&o far as your legal rights are concerned, there 
is nothing to prevent your filing a complaint with the Interstate 
Commerce Commission asking for reparation for the difference 
between the class rate paid on the shipments in question and 
the commodity rate subsequently established. 

If the existing rate between the two points on a given com- 
modity is clearly unreasonable a carrier should not predicate 
the publication of a lower rate on the forbearance on the part 
of a shipper to file claims for reparation on shipments which 
moved prior to the publication of the reduced rate. 

However, it will be necessary for you to prove that the 
class rate assessed on the shipments was unreasonable to the 
extent that it exceeded the commodity rate subsequently estab- 
lished, the Commission having held in numerous cases that a 
subsequent reduction in a rate is not in and of itself proof of 
the unreasonableness of the former rate. See Mt. Pleasant Fer- 
tilizer Co. vs. L. & N., 50 I. C. C. 253; Aetna Explosives Co. vs. 
A. G. S., 52 I. C. C. 423; Gross vs. N. Y. & P. Ry. Co., 53 I. C. C. 
320 

Limitations—Overcharges on Shipments Moving Between 

March 1, 1920, and June 7, 1924 

Maryland.—Question: Your answer to Tennessee on limita- 
tions to overcharges on shipments moving between March 1, 1920, 
and June 7, 1924, page 1652, Traffic World of June 28, 1924. 

Paragraph H to House Bill S-2704, states: 

“The provisions of this paragraph (3) Shall extend to and 
embrace cases in which the cause of action has heretofore ac- 
crued, as well as cases in which the cause of action may here- 
after accrue, except that actions at law begun or complaints filed 
with the Commission against carriers subject to this act for the 
recovery of overcharges, where the cause of action accrued on, 
or after March 1, 1920, shall not be deemed to be barred under 
subdivision (c) if such actions shall have been begun or com- 
plaints filed prior to enactment of this paragraph or within six 
months thereafter.” 

It is my understanding that this paragraph requires the filing 
of complaint with the Commission, or court action on overcharges, 
where the cause of action has accrued subsequent to March 1, 
1920, that cannot be adjudged before Dec. 7, 1924, and does not 
prevent the payment of a claim within this prescribed six 
months, if returned direct to carrier by claimants, 

Answer: The decision in the Wolf case, 261 U. S. 133, as 
construed by the Interstate Commerce Commission, precludes the 
payment by a carrier of claims for overcharges after two years 
from the date of the delivery of a shipment. The bill in question 
was enacted in part for the purpose of abating the effect of the 
decision in the Wolf case, paragraph (h) thereof having been 
incorporated therein for this purpose. However, as we read this 
paragraph, unless an action in court shall have been begun or a 
complaint filed with the Interstate Commerce Commission, in 
respect of the overcharge sought to be recovered, prior to June 7, 
1924, or within six months from that date, no recovery can be 
had, there ‘being no provision in fhe bill which authorizes a 
carrier to make, at this time, a voluntary payment of an over- 
charge on a shipment coveréd by the decision in the Wolf case. 

Application of Rates . 

New York.—Question: Glenn’s Watermelon Tariff No. 6, I. C. 
C. A-414, effective July 31, 1923, carries rates to Bronx Produce 
House, Harlem River Station, New York, to certain specified 
firms as per Item 3, page 244 of tariff. 

Can rates covered by this tariff be lawfully applied to a car 
consigned Order of John Graham (party not named in item), 
Bronx Produce House, Harlem River Sta., N. Y., Notify A. C. 
Martin (party named in item), or a car consigned to John 
Graham (party not named in item), advise A. C. Martin (party 
named in item)? 

Answer: The item referred to by you reads as follows: 
“Application of Rates to Bronx Produce House, Harlem River, 
2. 

“Item No. 3. Rates published herein to Bronx Produce House, 
Harlem River, N. Y., will apply only on shipments consigned to 
or for account of the following individuals and firms, tenants of 
Bronx Produce House.” (Here follows a lists of the tenants, 
including A. C. Martin.) 

While it is not clear just. what is meant by the term “for 
account of” as used in the item, it seems to us, in view of the 
fact that that term is defined in the dictionaries as meaning “on 
behalf of,” the rates published in Glenn’s I. C. C. A-414 will apply 
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on shipments consigned in either of the ways set forth in your 
letter. 

The application of the item presupposes, however, a delivery 
at the Produce House, as the rates cover a movement to that 
point. 


PORT OF HOUSTON BOOK 


Industrial concerns of Houston, Tex., have brought out a 
publication of eighty pages that illustrates and describes the 
various port facilities. It also contains articles on oil, cotton, 
warehousing, electrical power, wharves, all in relation to 
Houston. The “Port Houston” also affords the reader a 
source of reference for shipping statistics of the port, carrying, 
as it does, import and export figures and rules regarding rates 
and loading. The current issue is the second this year. No 
specific date of publication has been set. Its publishers be- 
lieve it to be the only book of its nature in the country. 


RESIGNATION OF EUROPEAN DIRECTOR 


President Palmer, of the Fleet Corporation, said he had re- 
ceived no word that H. T. Morse, European director for the Fleet 
Corporation, had resigned, as reported in cable dispatches from 
London. It is understood, however, that a successor to Mr. 
Morse may be appointed. 


SPEED UNDERCHARGE CLAIMS 


W. H. Chandler, chairman of a special committee to deal 
with traffic representatives of the roads, regarding the prompt 
presentation of bills for undercharge and the adjustment of 
overcharges, appointed by the National Industrial Traffic League 
in 1923, reported that the carriers have taken action in the mat- 
ter, through reference of it to the accounting departments. In 
southern territory the departments are rendering, as rapidly as 
possible, bills for undercharges. The subject has been docketed 
for consideration by the Railway Accounting Officers’ Associa- 
tion at the meeting in San Francisco in August. Mr. Chandler’s 


report is contained in a circular sent to its membership by the 
League this week. 





RULE ON PASSES FOR CLERGY 


The Supreme Court of Nebraska has reversed the ruling of 
the lower court to the effect that free transportation for min- 
isters and persons engaged in charitable work was discrimina- 
tory and unconstitutional. The action was brought by persons 
desiring to test the state law and contending that it was spe- 
cifically directed against discrimination. The state supreme 
court gave its opinion that the law described a class to be ex- 
empted from the prohibition-of-passes act, and further that the 
law was directed against unjust discrimination, and the in- 


stances in point, according to the higher court’s opinion, were 
not unjust. 


PARCEL POST TO HONDURAS 

“Parcel-post importations into Honduras are increasing rap- 
idly and within recent months have included such bulky mer- 
chandise as wholesale quantities of finished skins and hides, 
dry -water paints, etc.,” says Consul Robert L. Keiser in a 
report transmitted to the Department of Commerce. “The reg- 
ular cost of landing and transporting merchandise from 
steamer to Tegucigalpa is about 2 centavos (1 cent, United 
States currency) per pound. Parcel-post importation avoids 
this extra charge and admits many classes of merchandise 
which would otherwise arrive by freight. The domestic postage 
rate is 6 centavos (3 cents United States currency) per 15 
grams for letters and 1 centavo (0.5 cent United States cur- 
rency) per 50 grams for printed matter. The amount of direct- 
mail advertising for the Tegucigalpa district is usually so small 


that it is more advantageous to mail such advertising matter 
directly from the United States.” 


MID-WEST BOARD TO MEET 
: The Mid-West Shippers’ Regional Advisory Board will hold 
its third meeting in Chicago July 15, at the Hotel La Salle. 
Included in the list of new matters for consideration are car 
damages, transference of coal from bad-order cars, cleaning of 
cars by consignees, and the expedition of releasing refrigerator 
cars. The advisability of changing the rules of the board to 
provide for four meetings a year instead of six will be discussed. 


PROPOSES NEW LINE 

The Pittsburgh, Fort Wayne & Chicago Railroad Company 
and the Pennsylvania Railroad Company, lessee, have applied 
for authority to construct an extension from a point on the 
main line of the Pittsburgh, Fort Wayne & Chicago at or near 
Canton, O., to a connection with the main line of the Cleve- 
land & Pittsburgh railroad at or near Bayard O., embracing 
approximately 15 miles of main track. The applicant said the 
reason for the construction of the branch was to increase and 
accommodate the business on the Pittsburgh, Fort Wayne & 


Chicago by expediting the movement of eastbound and west- 
bound traffic thereover. 
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Docket of the Commission 





+vlc. items in Cle WOCKCL Inaincea will an asichish (*) are ntw, 
saving been added since the last Issue of The Traffic World. Cancel- 
tutions and postponements announced too tate to show the change in 
this Docket will be noted elsewhere. 
July 14—New York, N. Y.—Examuiner Hunter: 
15837—Colgate and Company vs. P. R. R. et al. 
15842—South River Lumber Company vs. N. & W. Ry. et al. 
15850—Colgate & Company vs. P. R. R. et al. 
July 14—Washington, D. C.—Examiner Fleming: 
13449—North Carolina Pine Association et al., vs, A. C. L. R. R. et 
al. 
Fourth Section Order No. 8843—Lumber and forest products to 
points in Eastern Trunk Line and New England territories. 
July 14—Indianapolis, Ind.—Examiner Mackley: 
1. and S. No. 2073 (and first supplemental order)—Iron and steel 
articles between points in Illinois, Indiana and Missouri. 
July 14—Joplin, Mo.—Examiner Butler: 
I. and S. No. 2084—Spelter, Arkansas points to Chicago, Ill, St. 
Louis, Mo. and related points. 


July 14—Kansas City, Mo.— Examiner Carter: 
= (ane Sub. No. 1)—Loose-Wiles Biscuit Company vs. Santa Fe 
y et al. 
July 14—Chicago, Ill.—Examiner Gault: 
11894—-Indiana rates, fares and charges. (with respect solely to 
rates on sand and gravel from pits of the Neal Gravel Company 
and Carmichael Gravel Company, near Attica, Ind., to Attica, 
Ind., etc) a 
July 15—New York, N. Y.—Examiner Oliver: 
—— and repair of railway equipment. 
9) o wa) 

July 15—Washington, D. C.—Examiner Davis: 

* Finance No, 4133—In the matter of the joint application of the Louis- 
ville Home Telephone Company and various other telephone com- 
panies for a certificate that the proposed sale and purchase of 
certain telephone properties in the state of Kentucky will be of 
advantage and in the public interest. 

July 15—Chicago, Ill.—Examiner Gault: 

15877—Standard Oil Company (Indiana) vs. Santa Fe et al. 
15878—Standard Oil Company (Indiana) vs. Santa Fe et al. 

July 15—Kansas City, Mo.—Examiner Carter: 

15715—R. C. Jackman and C. E, Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 

July 15—Meridian, Miss.—Examiner McChord: 

oP S. No, 2123—Cotton from Meridian, Miss., to Carolina terri- 
ory. 

July 15—New York, N. Y.—Examiner Hunter: 

15786—Taunton-New Bedford Copper Company vs. N. Y., N. H. & H. 
R. R. et al. 

July 15—Indianapolis, Ind.—Examiner Mackley: 

15817 (and Sub. Nos. 1 to 5, incl.)—Hoopeston Grain and Coal Com- 
pany vs. C. & E, I. Ry. et al. 

July 16—Chicago, Ill—Examiner Gault: 

* 1. and S. No. 2159—Routing of cement, W. T. L. points to Ford- 
son, Minn. 

July 16—Indianapolis, Ind.—Examiner Mackley: 

15795—H. L. Cheney, trading as The Cheney Pulp & Paper Company 
vs. A. C. & Y. Ry. et al. 

July 16—Tulsa, Okla.—Examiner Butler: 

15400—Bradford Rig & Reel Company et al., vs. Santa Fe Ry. et al. 
July 16—Argument at Washington, D. C.: 
13418—Houston Cotton Exchange and Board of Trade et al. vs. 
Arcade & Attica R. R. et al. 
1. and S. No. 2105—Stoves, ranges and furnaces, Michigan points to 
various C. F. A. points. 
July 16—New York, N. Y.—Examiner Hunter: 
15808—Tobacco Merchants Association of the United States vs. P. 


(Cc. BR. R. 


R, R. et al. 
July 17—Houston, Tex.—Examiner Trezise: 
* 1. and S. No. 2162—Iron and steel articles in mixed carloads to 


points in the southwest. 


July 17—New York, N. Y. 
* 1. 





Examiner Hunter: 
and S. No. 2174—Lumber and forest products between points 
in Trunk Line territory. 
July 17—Jackson, Miss.—Examiner McChord: 
Fourth Section Order No. 8891—Paper and paper articles to New 
Orleans. (Further hearing.) 
July 17—Washington, D. C.—Examiner Haley: 
Finance No. 3686—Excess income of the Cornwall Railroad Com- 





pany. 
July 17 anspolis, [Ind.—Examiner Mackley: 
118° tana rates, fares and charges. (Hearing with respect to 
T bituminous coal from mines in Booneville district in 


1 diana to Tell City and Cannelton, Ind., etc.) 
July 17—Washington, D. C.—Examiner Fleming: 
— Refining Company vs. Alton & Southern R. R. 
et al. 
July 17—Argument at Washington, D. C.: 


14530—West Virginia Pulp & Paper Company vs. B. & O. R. R. 
et al. 


14531—West Virginia Pulp & Paper Company vs, Ann Arbor R. R. 


et al. 
oe Paper Mills Traffic Association vs. N. Y. C. R. R. 
et al. 
~~, 18—Oklahoma City, Okla.—Examiner Butler: 
ourth Section App. No. 12567, filed by Agent Leland, relative to 
rates on vinegar from Oklahoma City, Okla., to points in Texas 
as named in S. W. L. Trf. I. C. GC. 1590. 
July 18—Argument at Washington, D, C.: 
1. and S. No. 2096—Lime from Eastern Trunk line points to Pitts- 
burgh, Pa., Youngstown, O., and related points. 
July 19—St. Louis, Mo.—Examiner Carter: 
1. and S. No, 11—In the matter of the investigation and suspension 


of schedules cancelling through rates with certain tap line con- 
nections and certain other cases consolidated therewith. (Further 
hearing with respect to Prescott & Northwestern R. R. Co.). 

July 19—Argument at Washington, D. C.: : ; 

1. and S. No. 2135—Boots and shoes from various New York points 
to Trunk Line and New England territories, 

July 19—Keokuk, Iowa—Examiner Mackley: 

15832—Keokuk Shippers’ Association vs. Santa Fe et al. Por- 
tions of fourth section app. No. 1766 filed by Agent Emerson, con- 
cerning rates on sugar from New Orleans, La., to Galesburg, 
— Rockford, Chicago and other points in Illinois, and Effner, 
Ind., etc. 

15833—-Keokuk Shippers’ Association et al., vs. B. & O. R. R. et al. 

July 21—Mobile, Ala.—Examiner Trezise: 

* |, & S. 1900 (and first and second supplements)—Naval Stores from 
Southern Producing Points to Various Destinations, Fourth 
Section Application No. 12566—Filed by Alabama, Tennessee & 
Northern R. R. Corp. 

July 21—Washington, D. C.—Examiner Fleming: : 

1. and S. No. 2171—Wool between points in New England territory. 

July 21—St. Louis, Mo.—Examiner Carter: 

l. and S. No. 2132—Intermediate rule from or to St. Louis-San 
Francisco Ry. stations on lumber. 
July 21—Chicago, Ill.—Examiner Gault: 
15869—Heller Brothers et al., vs. Director-General. 
15737—Fortune Products Company et al., vs. Santa Fe Ry. et al. 
July 21—Hartford, Conn.—Examiner Hunter: 
15696—The Clark Brothern Bolt Company vs. N. Y. C. R. R. et al. 
July 21—New Orleans, La.—Examiner McChord: 
1, and S. No, 2103—Fertilizer from New Orleans and related points 
to Louisiana. 
. one S. No. 2172—Absorption of switching charges at Gulfport, 
iss. 
July 21—Fort Worth, Tex.—Examiner Butler: 
15807—Texas Pacific Coal & Oil Company vs. C. R. I. & G. Ry. et al. 
Il, and S. No. 2102—Transit privileges on grain at points on the M.- 
K.-T. R. R. of Texas. 
July 21—Pueblo, Colo.—Commissioner Lewis: 
oe Colorado Culvert & Flume Company vs. Santa Fe Ry. 
et al. 
14121—The Jewel Company, Inc., vs. Santa Fe Ry. et al. 
July 21—Washington, D. C.—Examiner Fleming: 
1. and S. No. 2160—Imported wood, Boston, Mass., and New York, 
N. Y., to La Porte and Mishawaka, Ind. 
July 22—Cedar Rapids, Ia.—Examiner Mackley: 
15904—-The Rocbond Company vs. Santa Fe Ry. et al. 
July 22—St. Louis, Mo.—Examiner Carter: 
15703—Milne Lumber Company vs. Director-General, Mo. Pac R. R. 





et al. 

15708—Walsh Fire Clay Products Company vs. C. & A. R. R. et al. 

July 22—Fort Worth, Tex.—Examiner Butler: 

i. and S. No. 2131—Cottonseed cake, meal, etc., from Texas to 
Louisville, Kentucky territory. 

l. and S. No. 2151—Petroleum and its products from Louisiana, 
Oklahoma and Texas to Kansas and Nebraska. 

July 22—New Orleans, La.—Examiner McChord: . 

15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 

July 22—Santa Fe, N .M.—Chairman Hall: 

—— No. 3043—Construction of extension by New Mexico Cent- 
ral Ry. 

July 23—Santa Fe, N. M.—Chairman Hall: 

Finance No. 3424—In the matter of the application of the Colorado, 
Columbus & Mexican R. R. Co. for a certificate of public con- 
venience and necessity authorizing it to construct a line of road. 

July 23—Washington, D. C.—Examiner Pitt: 

* Fourth Section Application No. 12597 et al., filed by Chas. Bar- 
ham, agent, dealing with rates on cement, C. L., from St. Louis, 
Mo., Ohio River crossings, interior estern points, etc., to points 
in territory south of Ohio and Potomac rivers and east of 
Mississippi River, etc. 

July 23—St. Louis, Mo.—Examiner Carter: 

* 1, and S. No. 2147—Chloride of zinc, Chicago and St. Louis groups 
to Texarkana, Ark.-Tex. 

July 23—Fort Worth, Texas—Examiner Butler: 

15565—Live Stock Traffic Association vs. Abilene & Southern Ry. 
et al. : 

July 23—Albany, N. Y.—Examiner Hunter: 

15154 (and Sub. Nos. 1 and 2)—State of New York-Department of 
Farms and Markets et al. vs. D. & H. Co. et al. 

July 23—Milwaukee, Wis.—Examiner Gault: 

15790—Carnation Milk Products Company vs. Santa Fe et al. 

July 23—Des Moines, Ia.—Examiner Mackley: 

15839—Greater Des Moines Committee, Inc., vs. 
Central Iowa R. R, et al. 

July 24—Chattanooga, Tenn.—Examiner Trezise: 

* |. and S. 2161—Handles from points in Tennessee to gulf and south 
Atlantic ports. 

July 24—St. Louis, Mo.—Examiner Carter: 

* 1, and S. No. 2153—Sand and gravel from Missouri points to St. 
Louis, Mo., for beyond. 

~_ 24—Washington, D, C.—Assistant Director Burnside: 
inance No. 3652—Excess income of the Cambria & Indiana Rail- 
road Company. 

July 24—Memphis, Tenn.—Examiner McChord: ; 

14898—Memphis Freight Bureau for King-Hasse Furniture Co. 
ea va &. G. S. BR. RB. ot al. 

15793—Memphis Freight Bureau for Binswanger & Company of 
Tennessee vs. B. & O. R. R. et al. 

July 24—Des Moines, Ia.—Examiner Mackley: 

15550—The Board of R. R. Commissioners of Iowa vs. Ann Arbor 
R. R. et al. 

July 24—Mack, Colo.—Commissioner Lewis: 

12716—Utah Gilsonite Company vs. Santa Fe Ry. et al. 
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With Traffic 


Departments 
to cut costs and 


sbeed delive 
P of 1. C. ‘md 


shipments 


Domestic and Export Freight Forwarders 
Consolidators of Machinery, Merchandise 
Automobiles, Pianos, Household Goods. 


Write nearest office for full information 
before making another |. c. 1. shipment. 


Trans - Continental Freight Co. 


General Offices: 203 So. Dearborn St., Chicago, Ill, 
Eastern Offices: Woolworth Bldg., New York 


Branches: 


Los Angeles, Cal...... Van Nuys Bldg. 
San Francisco, Cal.... Monadnock Bldg. 


Portland, Ore.......... 13th & Kearney Sts. 
Seattle, Wash........ -L. C. Smith Bldg. 
Denver, Colo......... - 1700 15th Street 
Boston, Mass.......... Old South Bldg. 
Philadelphia, Pa.......Drexel Bldg. 


Buffalo, N. Y..........Ellicott Square 
Cleveland, O.......... Hippodrome Bldg. 
Cincinnati, O..........Union Trust Bldg. 

Salt Lake City, Utah. 136 South 4th West St. 
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Typical Lehigh Valley Service 


OCOMOTIVE No. 5000 is the first of a new type—its builders call 
it the “Lehigh” type—recently placed in service by the Lehigh 
Valley. ~ It has three cylinders instead of the conventional two cylinders, 
and all tests show it is able to do the work of two ordinary locomo- 
tives, while handling trains in the smoothest manner without the jars 


which ordinarily accompany the starting and stopping of heavy freight 
and passenger trains. 


Constant effort in improving and developing motive power is only one 
example of Lehigh Valley Service. Rail which weighs 136 pounds to 
the running yard—the heaviest in the world—a stone-ballasted road- 


- bed and the last word in modern and up-to-date signals are also part 


of the Lehigh Valley equipment. 


That it has been equally progressive with regard to freight facilities 
is evidenced by Manchester Transfer, one of the most efficient less- 
carload freight handling plants in the country; by Claremont Terminal, 
the outstanding direct water-and-rail terminal on New York Harbor; 


and by its modern freight stations in New York, Jersey City, Newark, 
Buffalo and other points. 


Pennsylvania Station, in the heart of New York City, and the hand- 
some Lehigh Valley Passenger Terminal at Buffalo are instances of its 
high standard in this branch of the service. 


The nearest Lehigh Valley representative will be glad 
to tell you how you can use its service to advantage. 





Lehigh Valley Railroad 


The Route of The Black Diamond 
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the shortest cut to. 
‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry — stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


EAP HARRISBURC 
fe JPHILADELPHIA 


ENNSY LWA Wy, 
\ RAI LRoao 4 
SYSTEM 


Western Warehousing Co., Chicago, I Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pon Handle Storage Warshause, Clacionati, 0. 
The Terminal Warehouse Co., Baltimore, Merchants’ Warehouse Co., Philadelphia, Pa. 


Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. ‘apa 
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STORAGE SHIPPING 


wt Lid E = 


LONG DISTANC: 


They Go and Come Back 
Wherever You Send Them 


You can take any job of hauling offered you when you have 
a GMC to send. 


You can sit back and be sure that GMC will save time and 
expense getting there and getting back. Any GMC Truck 


will do its work economically at the top speed safe for a 
truck of its size. 


If there are some bad roads or steep grades on the way, 
GMC will master them, too. GMC Two-Range Transmis- 
sion, an exclusive feature, pulls a full load anywhere the 
rear wheels can get traction. When you are not sure about 
road conditions, BE SURE TO SEND A GMC! 


GMC keeps profits in your pocket. The Two-Range Trans- 
mission permits the use of an engine of economical size and 
economical fuel consumption. Easy accessibility of all 
working parts makes overhauling simple and quick—less 
time off the job for service! 


Ask for a GMC catalogue. See for yourself the mechanical 
reasons why a GMC is certain to make a better record on 
the go—and on your books. Mail the coupon. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
Pontiac, Mich. 








General Motors 
Tracks 





Clip and Mail 


GENERAL MOTORS TRUCK COMPANY, 
Dept. 41, Pontiac, Michigan 


Send me the GMC catalogue. 


ES a Soar Ee Fe nah carnitine 


STOSHMECME SCH VHC SCE KCL CH OC HV CE ECER SE EOC REAR EO HE 


ee ee ee eee eee ee ee ee eee essere ere eeeeseeeeaseeee 


“G.M.C. Trucks are seven steps ahead” 
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SANTA FE $5,000,000 TERMINAL BUILDING 
The Best Known Business Address in Dallas 


Its appearance, exterior And interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 





The location is a time-saving eie- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 









UNIT 1—WNineteen-story modern 
office building and adjoining ten- 
story display room portion. 









UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 










UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 


1 





UNIT 4, to be occupied by National 
Distributors. 










With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 


= ae 







Contract for ies by applying to 
DALLAS TRANSFER COMPANY, _. DALLAS 


SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 


Santee heb iekteen-eneipe een anal 
ee 
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©) OFFLINE AGENCIES 
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Where they reach eat Where to reach them 





East is East and West is West 


—_—_——— 


un. *s SRC ONE SONAR Wan aa urease 


Oh, East is East, and West is West, and never tiie twain 
shall meet 





Till earth and sky stand presently at God’s great judgment 
seat; ; 

But there is neither East nor West, Border, nor Breed, nor 
Birth, 

When two strong men stand face to face, though they come é 
from the ends of the earth! . 


—Kuipuine’s “Tue BALLAD oF EAST AND WEST” 


- 


The great poet, of course, had not in mind our AMERICAN East and West, so bound together 
by ribs of railroad steel that the political Union founded by the Fathers has been welded into a com- i 
mercial and industrial Union—the most powerful in the world—where strong men stand not only i 
face to face but shoulder to shoulder and hand in hand—A NATION—not a mere group of provinces. 


From the beginning the SOUTHERN PACIFIC has played a major role in the linking of 
America’s. East and West and today it operates the only American transcontinental transportation sys- 





tem under one management. The romance of it awaits an American Kipling, but the industrial and 
commercial significance of it is known and appreciated by thousands of patrons who lean upon its 4 
strength in times of stress and support its dependable day to day efficiency with the volume of traffic € 
that such a tremendous transportation enterprise requires. EB 


For information regarding East or West 


&) Address, ‘‘General Agent, Southern Pacific Lines’’ &) 


—The Postman Knows Him 
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